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Transport Charges Schemes 

HE Transport Act, 1947, provided that the British Trans- 

port Commission should prepare. and submit to the 

Transport Tribunal for confirmation, drafts of schemes for 
determining the charges to be made tv the Commission. These 
schemes were to be laid before the Tribunal within two years 
of the passing of the Act—that is to say, before January 1, 
1950. Provision was made, however, for the Minister of Trans 
port to extend this period should it be necessary. It became 
apparent very soon after nationalisation that there was little 
hope that a suitable scheme could be brought forward within 
the first two years. To be of any value the charges scheme 
must make provision for a reasonable co-ordination of railway 
and road charges. A problem of that magnitude cannot quickly 
be resolved. It has now been recognised that in existing cir- 
cumstances it will not be practicable to put forward any detailed 
proposais this year. The Minister of Transport. therefore, has 
exercised his powers of extension. The Commission has been 
given a further two years, making four in all, for the prepara- 
tion and submission of the charges schemes. It seems likely 
that this period should be adequate for bringing forward the 
schemes. The necessity of achieving some reasonable form of 
balance between road and rail charges is no less apparent in 
present circumstances than it was before nationalisation. On 
the other hand, if the additional time now granted the Com- 
mission enables a practicable scheme to be prepared, it will be 
time well spent 


* * * * 


Great Northern Railway (Ireland) 

Last week we described the steps which the directors of the 
Great Northern Railway (Ireland) are being forced to take 
to ensure continuation of the operation of the railway even in 
a limited way. Since then the stockholders have been told 
that they will receive no dividends in respect of the half year. 
After providing for a loss on working of £235,000 and ear- 
marking the funds required to meet liabilities maturing under 
law and contract. the company had, at June 30, no free reserves 
to meet deficiencies. Particulars of the position have been 
laid before the Government Departments concerned and 
recently have been debated in the Ulster Senate. Ability 
of the company to provide employment now depends on the 
receipts which it obtains. In the remainder of the summer 
there should, at the present level of expenditure, be some sur- 
plus of receipts which normally are then at their highest, but 
afterwards deficiencies are to be expected which may. quickly 
grow considerable. Since arrangements for prompt reductions 
in expenditure need complicated planning they have had to be 
taken up with the trade unions in advance. The board trusts 
that occasion for applying them will not arise before effective 
provision has been made for the future of a system in which 
a staff of over 7,500 and a capital of over £11,500,000 are effi- 
ciently employed. It cannot, however, leave the sufficiency of 
receipts to chance during an indefinite interim. Since January 1, 
1948, the company has been the only statutory transport 
system, except for some small cross-border undertakings, which 
under territorial handicaps peculiar to it has had to depend 
entirely on its own resources and has had no backing from 
the public funds. 


* * * « 


Progress of Bus Nationalisation 

For many years it was our practice to publish an annual 
table showing railway shareholdings in passenger road trans- 
port, and, when these (with other acquisitions) became B.T.C. 
property. we substituted in our issue of January 7 last a table 
of B.T.C. bus interests. They then totalled £16,135,005, against 
the £9,.911,423 taken over from the main-line railways, princi- 
pally because of the addition of the Tilling and Midland 
General groups. More recently, the remaining shareholdings 
in the §.M.T. group have been taken over. and also outstand- 
ing minority holdings in some of the Tilling companies. The 
result has been to bring the total B.T.C. nominal holding to 
£22.833.131 on July 1, as shown in the table on page 168, 
which has been revised officially. There is a certain over- 
lapping which was absent from the previous table, for two 
holding companies (the National Omnibus & Transport Co. 
Ltd. and Tilling Motor Services Limited)-are now included, as 
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well as the operating subsidiaries. On the other hand, further 
minority holdings have been acquired recently. It may be 
added that another bus company to pass to B.T.C. ownership 
recently was James Sutherland (Peterhead) Limited, with 90 
buses. This “independent” was taken over by the Road 
Transport Executive (now the R.H.E.) on May 6 by reason of 
its haulage interests. The company’s bus area was shown on 
the Scottish map published on June 17. 


* * * * 

Overseas Railway Traffics 

The continuing increase in Canadian National operating 
expenses, which amounted to £9,925,750 during June, as com- 
pared with £9,515,250 last year, has been responsible for a 
further drop in net revenues for the month. Operating 
revenues at £10,147,250, were up by £220,250, but net receipts 
fell by £190,250 to £221,500. Aggregate net revenues for 
the 26 weeks are now £2,539,000 below 1948, at £237,500, and 
operating expenses, which have advanced to £58,956.000. are 


£4.616,500 higher. During the fortnight ended July 22, 
Paraguay Central traffics amounted to G268,050. and were 


better by G51,676; on the aggregate, receipts for the current 
three weeks are up by G87.067, at G441,236. The Antofagasta 
(Chili) & Bolivia Railway. which has been enjoying a period 
of increasing traffics, recorded a further advance in the two 
weeks under review. Receipts amounted to £74,570 and 
£60,800 for the fortnight, and the total improvement was 
£13,010; the aggregate from January | is £1,966,710. or 
£393,830 higher than for the equivalent twenty-nine weeks of 
last year. 


* * * * 


Display of British Engineering Products 

The whole of Olympia, London, has been reserved for the 
seventeenth Engineering & Marine Exhibition which will be 
held from August 25 to September 10. This exhibition has 
been held every alternate year since 1906, except for the inter- 
ruptions caused by the two wars, and it claims to be the largest 
exhibition in the world devoted solely to the display of engi- 
neering products. Attendance figures for the 1947 event were 
140,000, including visitors from every continent, and the addi- 
tional space made available this year will permit a 25 per cent. 
increase on the area occupied by exhibits in 1947, enabling 
more than 500 manufacturers to display their latest products. 
A steady improvement in delivery dates is reported from all 
quarters of the British engineering industry and increasing 
attention is being shown to competitive prices. The industry 
has made a great contribution towards the post-war recovery 
drive. In 1947, the value of machinery exports was £180 
million, compared with the 1938 figure of £58 million, and 
much of this remarkable achievement has been carried out with 
factories and equipment which have necessarily been neglected 
during six years of war. Foreign buyers will appreciate the 
presence this year, for the first time. of a stand arranged by 
the Commercial Relations & Exports Department of the Board 
of Trade. 


* > * * 


A Remarkable Alpine Raiiway 

An article in this issue on the Rhaetian Railway shows how 
a corner of Switzerland formerly difficult of access has been 
opened up within the last half-century by an efficient system 
of metre-gauge lines. October of this year marks the diamond 
jubilee of the original section, from Landquart on the Zurich- 
Chur line of what is now the Swiss Federal Railways and the 
only standard-gauge line to penetrate the canton of Grisons, to 
Davos, which became prominent in the 1880s as a health resort 
and later developed into a winter sports centre. Since 1922 the 
whole of the system has been electrically operated. Although 
the adoption of a narrow gauge made for economy in construc- 
tion, the terrain is so rugged that there are many bridges and 
viaducts, some of considerable size, a tunnel nearly four miles 
long, and ingenious spiral and loop formations. Locomotives 
and rolling stock are of a high standard. The cantonal 
authorities were early associated with the growth of the railway 
and bought large shareholdings, and today, though the system 
is a private company, most of the shares are held by local 
government interests. To the south, by its Bernina line, the 
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Rhaetian connects with the Italian railways, and westwards it 
throws out a line to Disentis, in the upper Rhine Valley, 
whence the Furka-Oberalp Railway carries the metre gauge 
right across the Oberalp and Furka passes. the backbone of 
Switzerland and one of the great watersheds of Europe, to 
Brigue, the important junction of the Simplon and Loetschberg 
trunk lines. A through service from St. Moritz to Brigue, and 
thence to Zermatt over the metre-gauge Visp-Zermatt Railway, 
operates in summer. Thus, from modest beginnings the 
Rhaetian Railway has developed into the largest metre-gauve 
line in Switzerland, an indispensable element in the life and 
economy of the Grisons and a microcosm of Swiss engineering 
skill. 


* * * * 


The Collision at Stockport 

Although some contradictory evidence was given at the 
inquiry, the main fact involved in the collision at Stockport 
on November 30, 1948, was not in dispute. As will be seen 
from our summary of Lt.-Colonel G. R. S. Wilson's report, 
in this issue, an exceptionally dense fog prevailed, and the 
second train, a combined double-headed one, like the train 
it overtook, was allowed to come forward to a starting signal, 
which was not fogged, after the signalman had received an 
assurance that it was properly at danger. A shouted message, 
the wording of which was disputed, intended by a junior porter 
merely to mean that the station work was duly completed, 
was taken by the drivers as coming from the guard, who had, 
as they thought, been to the signalman and learned that all 
was now right to proceed. They failed to make sure that the 
signal was off for them. The accident brought out a point 
connected with the wording of Rule 39, and some re-arrange- 
ment, with a view to excluding all chance of doubt as to its 
meaning, is under consideration. 


- * * * 


Baker Street Canteen Training Centre 

Maximum efficiency in staff canteen operation, which leads 
not only to the economic use of manpower and materials, but 
also to better products, depends to a considerable extent on 
a supply of properly-trained cooks and assistants. The London 
Transport staff canteen service has increased considerably since 
before the war, so that in July this year, there were 180 can 
teens serving over 140,000 meais a dey, as compared with 113 
serving 42,000 meals in 1939. To maintain a flow of trained 
staff for this still-expanding canteen service, London Transport 
has recently opened the training centre at Baker Street. This 
fine new building, which is the subject of an illustrated article 
elsewhere in this issue, incorporates a modern canteen in which 
trainees will gain experience under normal working conditions 
and a ready use will be found for the food prepared in the 
[here are two kitchens and classrooms, with various 
and staff will be trained in all branches of canteen 
catering, as well as being taught food regulations and compila- 
tion of necessary records. 


centre. 


stores, 


* * * * 


London Transport Road Services Plans 

At a press conference last week Lord Latham, Chairman of 
the London Transport Executive, after stating that work was to 
begin in January on the Camberwell tube extension, as recorded 
in our July 29 issue, made other important announcements, He 
said that in October, 1950, a beginning would be made with 
the substitution of buses for the South London trams, and then 
outlined the works of preparation necessary for the change- 
over. Next year some expansion of bus services could begin 
as a result of improved deliveries of new vehicles. Seven 
garages will be built or rebuilt in 1949 or 1950 in addition to 
the tram depots to be adapted for bus use. This year London 
[ransport road and rail services, revealed Lord Latham, had 
broken all records, and in the first six months buses. trams, 
trolleybuses, coaches, and the underground ran 7,000,000 more 
miles of public service than in the same period of last year, 
when a new record was also established. The overall increase 
in services this year has been nearly 24 per cent. It was 
realised that this was not enough. There were still many 
unsatisfied needs. Though queues had been cut, on the average. 
by about half in the past year, they were still cleared too 
slowly, and there were too many of them. 
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Radio for the Underground 


London Transport is establishing this autumn its own mobile 
radio network to cut down delays caused by Underground 
breakdowns. The system will operate on a specially-allocated 
G.P.O. wavelength and will have its cwn call sign. A fieet of 
ten breakdown vans will be linked by radio-telephony with « 
control centre at Earls Court, and where the vans cannot come 
sufficiently close to a job * walkie-talkie ” sets, with a range of 
about one mile, will provide an extra link. Urgent requests 
from the engineering gangs on the spect for mote men or special 
equipment to clear the trouble will be radioed by the mobile 
vans, and relayed by four receiving stations at East Finchley, 
Harrow, Leytonstone, and Clapham. To send outgoing mes- 
sages to the vans, there will be a 100-W. transmittting station 
situated in the tower at London Transport headquarters at 
Broadway, Westminster. This new system, evolved from earlier 
experiments, will speed the vital work of the engineers in 
dealing with a rail breakdown in any part of the area. The 
men on the job and those in control will be in constant touch, 
and valuable time will be saved in the work of restoring the 
train service. 


us 
Railway Wage “ Negotiations ” 

LTHOUGH,. especially among holiday travellers, perhaps, 

some relief greeted the announcement just before last 
weekend that the threat of a railway strike had been postponed, 
there can be no satisfaction outside the ranks of the National 
Union of Railwaymen at the means by which this armistice was 
achieved. Elsewhere in this issue is given a summary of the 
processes which culminated in the decision of the Minister of 
Labour to set up a Board of Conciliation to deal with the 
dispute between the N.U.R. and the Railway Executive over 
the wages of railway shopmen who are members of the N.U.R. 
That union had given notice that a dispute existed, and had 
thus reserved the right to call its members out on strike after 
21 days. 

The membership of the new board will be the same as that 
previously appointed to help the parties to a solution of the 
problem arising from the N.U.R. general claim for an extra 
10s. a week and other improvements for its members. The 
Confederation of Shipbuilding & Engineering Unions, whose 
membership includes a number of railway shopmen, refused to 
take part in the proceedings of that body because its findings 
are binding on those participating, and also for the very good 
reason that, having made no claim on the Railway Executive, 
it is not directly involved in the dispute. Whether the Con- 
federation will agree to take part in the proceedings of the 
second board will not be known until after a meeting to be 
held on August 11. The second board is empowered, failing 
a settlement on any point, merely to make recommendations 
ind report to the Minister. 

It seems clear that the crisis in railway labour relations at 
best has been postponed for a few weeks; it is no nearer solu- 
tion, and cannot be while the executive committee of the N.U.R. 
maintains its refusal to accept the verdict already given on its 
earlier—and in total less costly—wage claim or to face up 
to the economic realities of the railway financial position. Just 
what that union hopes to gain by its “ strong hand” diplomacy 
is difficult to see, apart from some cheap glory among its own 
less responsible members. It has already brought itself into 
disrepute with its brother railway unions, the Associated Society 
of Locomotive Engineers & Firemen and the Railway Clerks’ 
Association over its handling of the “lodging turns” dispute 
ind its unilateral wage demands. It has attempted to over- 
rule the rights of the Confederation of Shipbuilding & Engi 
neering Unions in the matter of railway shopmen who are 
members of that body. On more than one occasion it has 
gravely embarrassed the Minister of Labour of the Govern- 
ment which reasonably might expect its support. A stronger 
Minister or Cabinet might have been more effective in dealing 
with the position, but after the events of the recent dock strike, 
there can be little hope of a strong or useful lead from that 
direction. 

The railway wage dispute has passed into a state of duress 
n which the word “negotiation” is no longer applicable. The 
railways and, through them, the Nation, are being held to 
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ransom. Soon the report and accounts of the British Transport 
Commission should be available. This will demonstrate that 
there is nothing in the net revenue till—but will that deter Mr. 
Figgins and his band? 


* * * «x 


Mr. John Elliot on Transport in Victoria 


| January last, Mr. John Elliot, Chief Regional Officer, 

Southern Region, British Railways, was invited to report on 
the organisation and administration of the Victorian Railways. 
Accompanied by Colonel A. C. J. Payne, Principal, Southern 
Region Railway Staff Training College, he arrived in Melbourne 
on March 9. His visit lasted three months, during which time 
he undertook four tours of the railway system and had jinter- 
views with many transport officers, business men, and civic 
representatives. His report to the Victorian Minister of Trans- 
port has now been published.* 

After his arrival, Mr. Elliot was requested to include within 
his survey passenger and goods transport in general in Victoria, 
including the Melbourne metropolitan area. His report there- 
fore is divided into three parts: (1) Transport in Victoria in- 
cluding the Melbourne metropolitan area; (2) the Victorian 
Railways; and (3) a summary of principal recommendations. 
It was no easy task to attempt to become conversant with so 
ramified a system in a short time, but Mr. Elliot has ably 
accomplished it and his recommendations touch on every aspect. 
His criticism, sometimes strong, is always constructive. He 
is quick to give praise where he feels it is due, and what he says 
is, in his words, “ an honest expression of opinion,” encouraged 
by the fact that in Victoria now there is an earnest desire to 
resolve the national transport problem. The format of the 
report, with its use of illustrations, is a refreshing change from 
the usual somewhat forbidding-looking ‘“ Blue Book.” 

Mr. Elliot peints out the anomaly that, whereas the State 
Electricity Commission is free from direct Treasury and 
Government control, the State Railway suffers “from all the 
frustrating defects ” of being “tied hand and foot by Parlia- 
ment.” He shows by appendices of operating and other statistics 
that railways in Victoria are indispensable. Other appendices 
include a map of the Victorian Railways, extracts from 
Victorian Railways annual reports, and graphs of motive 
power and rolling stock rehabilitation. 

The principal recommendation is for the establishment not 
later than January 1, 1950, of a Victorian Transport Authority, 
with three subsidiary Boards: (a) Railways Board: (b) Tram- 
ways & Omnibus Board; (c) Road Transport Board. The Tram 
ways & Omnibus Board would be responsible for all urban 
transport, including that of Melbourne. With the Railways 
Board, it would provide co-ordinated road and railway services 
outside the metropolitan area, enabling branch railways with 
slow or infrequent services to be closed. The Road Transport 
Board would direct and license private passenger and goods 
road transport operators. in co-ordination with rail services, 
where possible. There would be an independent Transport 
Tribunal set up by Parliament. 

The finances of the railways would be transferred from the 
State to the Transport Authority. A ten-year plan involving 
expenditure of £70.000.000 on railway rehabilitation would be 
prepared by the Authority, including electrification of the 
Melbourne-Geelong and Melbourne-Seymour lines, if found to 
be justified. Of the total, £35,000,000 would be spent on rolling 
stock, £10,000.000 on permanent way and works, and 
£25,000.000 on new works. It is recommended that the design 
of suburban coaches be reconsidered and that for country ser- 
vices more air-conditioned coaches similar to those on the 
“ Spirit of Progress” (to which Mr. Elliot justly pays tribute) 
should be ordered. Various recommendations are made for 
goods wagons. 

The “A2” class 4-6-0 locomotives are now outworn and 
should be replaced by the new “R” class 4-6-4s planned. 
Further orders for “ N ” class 2-8-2 goods locomotives should 
follow completion of the 50 now being built by the North 
British Locomotive Company. Suggestions are made for 
improved timekeeping, motive power utilisation, installation of 
carriage washing plant, and signalling modernisation in and 


* ** Report on Transport in Victoria... Published by J. J. Gourley, Govern- 
ment Printer, Melbourne 
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around Metbourne. Melbourne goods sheds and yards should 
be re-sited away from the city centre. 

Mr. Elliot recommends the creation of a new post of Chief 
Commercial Manager, to replace that of General Passenger & 
Freight Agent; his duties would include energetic “sales” 
promotion and he would be assisted by a Traffic Development 
Officer, and have a Commercial Assistant. The present rail- 
way rates, only 14 per cent. above 1939, are judged to be 
totally inadequate, and should be raised to produce between 
£2.500,000 and £3,000,000 a year. A scheme of road and rail 
charges should be evolved in logical co-relation. ~ Off-Peak ” 
fares in the Melbourne area should be extended and made 
available for return from Melbourne by any train the same 
day, except in peak hours. 

Most of the work carried out at Spotswood Workshops, 
which are well appointed, should come under the control of 
the Chief Mechanical Engineer. The design of stations is 
considered good, but it is thought that they should be better 
identified. There should also be a regular programme of 
station painting; on the grounds of public opinion alone this 
would be amply justified by increased patronage. The Rail 
way Construction Branch, a survival of the period when rail- 
ways were being built to open up the country. should be 
abolished. 

In the ten-year plan, the adequate workshop capacity of the 
fine Newport shops should be used to the full to make up 
arrears of construction and maintenance. As the railways’ 
own power station at Newport is to be taken over by the 
State Electricity Commission, an undertaking should be 
obtained from that authority as to continuity of supply of 
traction current. 

As might be expected, Mr. Elliot makes trenchant comments 
on public relations. publicity, and advertising. He considers 
that publicity, now controlled by the Secretary, should be in- 
creased and handled by the Chairman with a_ publicity 
specialist attached to his personal staff, or by the Chief Com 
mercial Manager. The Comptroller of Stores should be 
authorised to place orders up to £500 in value, without refer- 
ence to the Commissioners. The Comptroller of Accounts 
should be associated with the Comptroller of Stores in the 
annual checking of stores, and consideration should be given to 
further mechanisation of accounts. The Refreshment Services 
Branch, the Victorian Railway Institute, and the Government 
Tourist Bureau which is run by the railways are highly 
praised, and no criticism of them is made. 

The illustrations include two pages of exterior views of 
Southern Region and Victorian Railways stations, contrasting 
the good identification of the former and the “ anonymity ” 
of the latter. The three Southern examples chosen are all new 
or rebuilt stations and of the Victorian stations two are old 
and one new, the object being obviously to give Victorian 
Railways an ideal to be followed. 

Mr. Elliot refers to the great increase in commercial adver 
tising revenue on the Southern Railway when the station spaces 
were re-shaped from 1926 onwards. Such an increase would 
follow if layouts in the Victorian Railways were modernised. 
Station display and direction signs should be under control cf 
one branch only to ensure planned efficiency and attractive 


appearance. 
The Melbourne & Metropolitan Tramways Board is com- 
mended for its good management. The system is most 


efficient and operated by modern tramcars, and Mr. Elliot 
wisely takes no sides in a tram-bus controversy. Detailed study, 
however, should be given by the Transport Authority to the 
question of an underground railway for Melbourne to take 
some of the suburban services and ease the growing peak-hour 
congestion resulting from the continual spread of the suburbs. 
[Such a line has been proposed, as recorded in our January 
10, 1947, issue.] As already indicated, all transport in Mel- 
bourne—electric railways, trams, and buses—should be unified 
under the proposed Transport Authority and have a single 
fare system. 

The report concludes with brief comments on gauge unifica- 
tion in Australia, which, although not directly within the 
scope of the investigation, has obviously a great bearing on a 
future plan for the Victorian Railways. Mr. Elliot considers 
that when the gauge unification is at length achieved, all the 
State systems should pass to Federal control, as in South 
Africa and on the Canadian National Railways. This would 
enable standardisation of equipment to be achieved and elimi- 
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nate transhipment. This is a vexed question dependent largely 
on Australian politics, and whether what was done in South 
Africa in 1910 could be done in Australia in, say, 1960, is 
conjectural, though the desirability on operating economic and 
strategic grounds, is obvious. 

* * *” * 


The Locomotive Exchanges 

R. CECIL J. ALLEN’S account of the 1948 locomotiv< 

exchanges* has appeared very opportunely, and should 
be studied together with the summaries of the report by the 
Locomotive Testing Committee of the Railway Executive, 
published in our July 1 issue. Mr. Allen admits that his book 
is not “complete,” for it is mainly a record of performance 
lacking many particulars which must be taken into account 
when the merits and demerits of the different engines are 
assessed, but he gives us an admirable picture of what was 
actually achieved on “foreign” ground by the visitors. Few 
of his readers will quarrel with the stress he places on time- 
keeping—* the fulfilment of the undertakings implicit in the 
timetable *—for punctuality is essential if a line is to be 
used to its maximum capacity and public requirements met; 
fewer still will disagree with his claim that the publication of 
the book was amply justified. 

There were some unsatisfactory features about the 1948 
tests. The very meagre opportunities given to the visiting 
crews to become familiar with the road before the test runs, 
their consequent dependence on pilotmen (and only on the 
Southern Region, we learn, were the same two pilotmen em 
ployed throughout the period of the exchanges), the lack of 
any common standard of driving, and the apparent absence of 
any instructions as to whether time lost by delays beyond the 
control of the drivers was to be regained or not, and whether 
fuel economy was to be the main consideration, seem to us to 
have detracted from the value of the test runs, and to make 
the Railway Executive’s coal consumption figures rather mis- 
leading. Admitting that there was no question of a “ winner ” 
in these tests, how can the coal consumption of a ‘ West 
Country” Pacific, which has improved on schedule by over 
20 minutes from Perth to Inverness—and mainly by uphill 
running—be contrasted with the figures obtained from a trip 
marked by sluggish uphill running and lightning descents, and 
of what value can be the data obtained from, for instance, 
Belgian Marine’s May 14 trip from Carlis!e to Euston, when 
Mr. Allen records a succession of delays all the way from 
Wigan to Londcn? We appreciate that what the Railway 
Executive politely terms “ inequalities,” such as traffic delays 
and temporary speed restrictions. must necessarily be present 
in tests of this kind, but if “foreign” locomotives are to 
demonstrate their ability to operate selected trains to their 
booked timings on routes differing widely in character from 
“home ” ground, they must surely be given a reasonably clear 
road if any lessons are to be learned from their performances. 

_Mr. Allen devotes five of the first chapters of his book to a 
history of the principal locomotive exchanges of the past, and 
a very interesting and valuable record they make. Before 
1910, when poor Worcestershire had to struggle along with 
Great Western expresses far beyond her capacity, while Polar 
Star was playing with the 10 a.m. and 12.10 p.m. from Euston 
to Crewe, locomotive exchanges were rare, due—Mr. Allen 
says—to the “marked individuality” of many of the Chief 
Mechanical Engineers of early days, who were autocratic and 
intolerant of ideas other than their own, while details of tests 
were often shrouded in mystery, any interest by “ outsiders ” 
in railway matters being strictly discountenanced at railway 
headquarters. We have often wondered what, for example. 
the London & North Western officers of forty years ago would 
have thought of the “spotters” gatherings at Tamworth! 
However, Mr. Allen has accumulated particulars of many 
early exchanges which will certainly be new to the rising 
generation of railway enthusiasts, and given some remarkable 
figures of coal consumption in those days, and carries the story 
through the historic exchanges between the G.W.R. and 
L.N.E.R. in 1925, where we are glad to see his emphasis 
on the fact that the coal consumption of the L.N.E.R. Pacific, 
working the Great Western “Limited” up from Exeter to 
Paddington, fell steadily as the crew became more familiar 
with the “ foreign” road. The only omission we notice is that 


* “The Locomotive Exchanges,”’ by Cecil J. Allen. London: Ian Allan 
Limited. Price 12s. 6d. 
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of any particulars of the working of the Hughes superheated 
four-cylinder 4-6-Os between Euston, Crewe, and Carlisle in the 
years immediately before and after the grouping, briefly 
referred to on page 34, 

Mr. Allen comments on the very great interest displayed in 
the exchanges all over the country, their tendency to break 
down the “locomotive parochialism” which was a marked 
feature of pre-grouping days, and the interest of railwaymen 
themselves in their distinguished visitors, extending to every 
detail of design, construction, and handling. It would appear 
that the Eastern Region's “ A4” Pacifics, in spite of the fact 
that three failures occurred with them, carried off the major 
honours of the tests, though we venture to hope that the 
author’s plea, that the heavy oil and coal consumption of 
the Bulleid Pacifics must be regarded in the light of excep 
tional power output necessary for some of the feats described 
in this volume, will not be overlooked. 


* * * * 


Belgian National Light Railways 


HE report for 1948 of the Board of Management of the 

Belgian National Light Railways Company (Société Nation- 
ile des Chemins de Fer Vicinaux) draws attention to the con 
tinued rise in costs, which together with taxation and wage 
increases accounts for losses in operating. The following are 
official figures: 


1946 1947 1948 
(Thousands of francs) 
Receipts 

Passenger traffic es ... 1,003,499 1,012,566 1,073,555 
Freight traffic . ead 133,325 108,539 109,356 

Passenger journeys (Thousands) 
Electric services ; ‘ ‘ 347,729 305,683 279,103 
Steam im nds i ‘ia 13,560 6,442 3,398 
Railcar - 36 - ; 35,957 37,242 33,987 
Bus — " 5 8,356 12,821 15,797 
Combined services with railways... 175 483 653 
Total passenger journeys . ; 405,777 362,671 332,938 

(thousands) 
Freight (tonnes) ... ; i ‘ 3,905 3,791 4,057 


The electrified lines in and around the larger towns aad 
along the coast are the least adversely affected, though even 
for these the average operating ratio is 102-2 per cent., ranging 
from 92°3 to 108°7 per cent. in individual groups of lines; 
98-3 per cent. of receipts for electric lines were in respect of 
passenger traffic. Economies in operation are being effected 
with one-man (conductor-driver) cars during slack hours; sim- 
plification of the passenger tariff, which is under review, 
would allow of widespread use of such cars, Services are 
being accelerated with the aid of more powerful motor coaches. 
It is hoped that these measures will enable the electrified lines 
as a whole to pay their way, which should prove possible 
if receipts are maintained at their present level. In default of 
this, certain unremunerative sections may have to be closed. 

For steam and railcar worked lines the operating ratio aver- 
aged 127°9 per cent.; 64°4 per cent. of receipts were in respect 
of passenger traffic. The freight tariff is by law the same as 
that of the Belgian National Railways, which enjoy certain 
advantages in the handling of this traffic; the tariff has 
remained unaltered since its inception in 1946, in spite of 
subsequent rises in costs, and the Light Railways legally are 
compelled to accept all consignments, The report divides non- 
electric lines into three classes: those which can be grouped 
with the more remunerative of the electrified lines; those 
which are an economic necessity for the regions which they 
serve; and those which can be replaced by road services. 

The first category mainly is in the neighbourhood of large 
towns; the solution, which is being put into effect in the 
province of Hainault, is the linking of non-electric with electric 
lines radiating from the towns, with or without extension of 
electrification; the unremunerative rural sections are integrated 
with, and act as feeders to, the electric lines. The second 
category is in sparsely populated districts such as the Ardennes, 
where no alternative means of transport exist. In the case 
of the third category, it is proposed that the Light Railways 
Company should operate only passenger bus services, leaving 
freight traffic to road transport undertakings; the company, 
however, is empowered by recent legislation to operate lorry 
services. Electrification of the two last categories of line is 
unlikely. 

The report comments on the number of legally compulsory 
fare concessions which result in a loss to the Light Railways 


Company of some 70,000,000 francs annually; only a small 
Governmental subsidy is received in compensation, although 
legislation not hitherto implemented provides for subsidisation 
of half of such losses. The report stresses the serious financial 
situation. which has necessitated application to the Belgian 
Government for a loan of 200,000,000 francs to meet liabilities 
after two years’ increasing losses in operation amounting to 
120,000,000 francs. Notwithstanding the purpose and role 
of the Belgian National Light Railways as a public utility. 
drastic suspension of services will be necessary in default of 
Governmental action to alleviate the situation. 


* * * * 


British Transport Commission Traffic Receipts 
OR the four weeks to July 17, there was a considerable 
improvement in the receipts of the British Transport Com- 
mission as compared with the previous four weeks, and also 
with the similar period a year ago; at £31,905,000 the advance 
on the immediately preceding four weeks was £1,288,000; in 
comparison with a year earlier the gain was £141,000. 
Receipts of British Railways were £27,352,000, which was 
£1,399,000 more than in the previous period, and £94,000 up 
on the 1948 period. Passenger receipts made by far the best 
showing. At £11,433,000 they showed a gain of £1,617,000 on 
the previous four weeks and of £108,000 on the similar period 
a year ago. The re-introduction of cheap travel facilities of 
various kinds which have been much extended this year would 
seem to have had their effect in stimulating passenger travel, 
though it is impossible as yet to estimate the effect on net 
revenue. In so far as additional costs are involved in provid- 
ing cheap facilities, they further diminish the low return from 
the cheaper rates. It is now known that, although there has 
been a very large increase this year ijn the sale of excursion, 
weekend, and cheap day tickets, which in the 24 weeks to 
June 19 totalled over 51,000,000. or an increase of more than 
200 per cent. compared with a year ago, the issue of monthly 
return tickets has fallen by nearly 30 per cent. to 78,000,000. 
Parcels traffic in the four weeks to July 17 was £2,343,000 
or £31,000 less than a year earlier. Merchandise and mineral 
carryings also yielded £189,000 and £23,000 less respectively. 
Coal and coke movements, on the other hand, continued to 
improve and were up by £229,000 at £5,.374,000. In the follow- 
ing table the details of the various traffics are shown for the 
four weeks to July 17, and for the year to that date compared 
with the like periods of 1948. 


Four weeks to Aggregate to 
July 17 July | 
Incr. Or | Incr. or 
decr. ; decr. 

1949 1948 1949 1948 


£000 £000 £000 £000 £000 £000 
British Railways 


Passengers . 11,433 11,325 108 58,324. 63,152 — 4,828 
Parcels, etc., by passen- 

ger train fal wee) 2,343 | 2,374 |— 31 15,289 15,536 — 247 
Merchandise & livestock 5,999 6,188 189 45,146 | 46,206 1,060 
Minerals wee} 2,203 | 2,226 23 16,085 15,429 656 
Coal & coke | S04 | S145 229 37,265 | 35,166 2,099 
27,352 | 27,258 + 94 | 172,109 175,489 — 3,380 

London Transport 
Railways ... . 1,074 1,088 14 7,794 7,854 60 
Buses & coaches . 2,494 | 2,438 56 16,843 16,870 27 
Trams & trolleybuses ... 846 857 | — i 5,905 6,050 145 
4,414 4,383 31 30,542 30,774 232 

Inland Waterways 
Tolls pon . 55 57 2 406 402 4 
Freight charges, etc 84 66 18 652 531 121 
139 123 16 1,058 933 125 
Total .. 31,905 | 31,764 141 203,709 207,196 — 3,487 


For the year so far, the B.T.C. receipts at £203,709,000 are 
down by £3,487,000. Railway revenue has declined by 
£3,380.000 to £172,109,000. The worst feature has been a 
decline of £4,282,000 to £58,324,000 in passenger takings, and 
the best a gain of £2,099,000 to £37.265,000 from the move- 
ment of coal and coke. 

London Transport receipts for the year are less by £232,000, 
at £30,542,000, but Inland Waterways tolls and freights have 
yielded £125,000 more at £1,058,000. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Sir Alan Mount’s Annual Report 


The Old Cottage, 
Arnull’s Road, 
Streatham, S.W.16. 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—In your summary of Sir Alan Mount’s report in your 
July 22 issue it is stated on page 91 that “ warning ” A.T.C. 
might have prevented 15 accidents. 

Presumably, trip cocks would be very much cheaper than 
A.T.C., and it would be interesting to know how many acci- 
dents they might have prevented. 

Even if only fitted to starting signals they would clearly 
have prevented a considerable number. 

Yours faithfully, 


July 26 


RONALD W. POYSER 
Railway Fares 
13, Outwood Drive, 
Heald Green, 
Cheadle, Cheshire. July 25 


To THE EDITOR OF THE RAILWAY GAZETTE 
Sir,—With due respect to “ Curious,” he stated in his letter 
of May 7, published in your issue of June 3, “that in 1931 
the railways introduced exceptional monthly return fares at 
single fare and a third” . . . and “later, ‘day return 
tickets at approximately single fare for double journey 
were introduced fairly widely, but not generally for compara- 
tively short journeys only. Even cheaper rates were subse- 
quently introduced for special excursions, evening trips, etc.’ 
As I pointed out to you in my letter in your issue of July 8, 
already long before 1931, and before 1928, cheap day tickets 
were issued on a very extensive scale, and special excursions 


were already in full force. That is why I said ‘“ Curious” 
was incorrect. 
Incidentally, the original “summer” tickets, which later 


became * ‘monthly return ”’ tickets, commenced not in 1931 but 
on May 1, 1933. 
Yours faithfully, 


ERIC DYCKHOFI 


Railway Standards 


135, Mulgrave Road, 
Cheam, Surrey. August | 
To THE Epitor oF THE RAILWAY GAZETTE 

Sir,—I have read the letters from Mr. R. L. Wilkins and Mr. 
H. C. Casserley in your issues of July 8 and 29 respectively 
with interest, and most heartily endorse their remarks regarding 
dirty locomotives. 

Mr. Casserley asks why one section of British Railways (the 
old Great North of Scotland Railway) can keep its engines 
clean, while others, apparently, cannot. I suggest that the 
explanation probably is that conditions are somewhat different 
in the area served by the G.N.S. section as compared with the 
rest of the country, In view of the relatively remote nature 
of the north-east of Scotland, labour difficulties are probably 
much less acute than elsewhere; furthermore, engines are 
probably worked less intensively, thus allowing more time for 
cleaning and servicing. 

As Mr. Casserley says, the Railway Executive should turn its 
serious attention to this question of dirty locomotives, and find 
ways of overcoming the difficulties involved. It cannot be 
denied that the difficulties are considerable, but I feel convinced 
that they could be largely overcome if a really determined effort 
were made to deal with this problem. Suitable labour is often 
hard to obtain in some districts, and this is probably due to 
the somewhat unattractive nature of the work. 

This prompts me to suggest that a more extensive use of 
mechanical aids to cleaning might be made to reduce the 
drudgery to a minimum, I appreciate that mechanical systems 
of cleaning locomotives may involve technical difficulties 
quite apart from the cost of the equipment itself—but neither 
of these problems should be insuperable. 

I would take this opportunity of making a further suggestion, 
namely, that all locomotives should, as far as possible, be 
“double manned,” that is, restricted to two regular crews. I 
realise that this is not always possible in these days of intensive 
working, but I do think that this commendable system should 
be extended to the utmost. I understand that “double man- 
ning ” works very well in practice, as it encourages the men to 
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take a greater pride in their engines, besides facilitating 
maintenance. 

Finally, 1 would respectfully remind the Railway Executive 
of some of the advantages to be gained by having really clean, 
presentable locomotives. First, good psychological effect on 
both passengers and staff; secondly, maintenance considerably 
easier; and, thirdly, they are a good advertisement, and thus 
help to make us feel proud of “our” railways. 

Yours faithfully, 
DERRICK J. W. BROUGH 


First Electrically-Lighted Railway Carriage 


The Railway Club, 
57, Fetter Lane, E.C.4. June 27 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—The first railway carriage lighted electrically—by Si: 
Joseph Wilson Swan—ran on October 14, 1881, on the 
L.B.S.C.R. between Victoria and Brighton. The authorities 
are: 

(i) “Sir Joseph Wilson Swan, A Memoir by M.E.S. and 
K.R.S.” (i.e., Mary E. Swan and Sir Kenneth Swan, K.C.), 
page 77:— 

“In October, 1881, on the Brighton line, a special train was 
run from Victoria to Brighton and back with a saloon lighted 
with Swan lamps, the current being supplied by Faure storage 
batteries.” 

(ii) “ History of the Southern Railway,” by C. F. Dendy 
Marshall (1936), page 316:— 

“To the London Brighton & South Coast belongs the honour 
of being the pioneer of the electric lighting of trains, as on 
October 14, 1881, a Pullman car so equipped was put upon the 
Victoria-Brighton trains. It was fed by accumulators, which 
were charged at Victoria each night.” 

Yours faithfully, 
KENNETH BROWN 


Increasing Goods Train Loads 
Eynesbury, 
St. Neots. 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir.—Mr. J. F. S. Macdonald. formerly Senior Locomotive 
Running Officer of the Nizam’s State Railway, was quite 
correct in stating in your issue of May 13 that a substantial 
reduction in coal consumption could be made by incrcusing 
the loads of trains. a 

If the recommendations of three Royal Commissions, to 
replace the present wagons by one-half the number of 
20-tonners, had been adopted, the loads of trains—which are 
much less than half those of other countries—could have been 
doubled. Only half the present number of goods and mineral 
trains (about 15,000 a day) would be run—effecting substantial 
reductions in coal, steel and general operating costs. There 
would also have been no need to convert 93 locomotives to oil 
burners to save coal, at a cost of £3.000,000. 

If 40-ton self-discharging wagons had also been built as 
urged by the late Lord Stamp and the Chief Mineral Traffic 
Manager of the L.M.S.R. for carrying coal and other mineral 
traffic, which form well over 75 per cent. of the total ton- 
nage. further substantial savings would have been made in 
all these costs. 

You will be aware that the responsible traffic staff of our 
railways. as well as many big industries, have repeatedly 
requested to be provided with these larger wagons. The 
trouble is that, during the last few decades, the policy of the 
railways has been allowed to be dominated and dictated by 
accountants and other head-office people without practical 
experience in the actual work of operating the lines and their 
traffics, and who have always opposed the introduction of 
these larger wagons and whose contributions to your own 
and other journals have often shown that they neither under- 
stand the operative work nor even wagon-operating economics. 

In other countries, the policy of the railways is mainly 
in the hands of the Traffic Superintendent whose require- 
ments must be met to enable him to deal efficiently and 
economically with the traffics. No interference by accoun- 
tants, directors, and amateurs is allowed. 

Apparently, the B.T.C. and the R.E. are now swarming with 
accountants and other theorists, and I should think that Sir 
Eustace Missenden has to waste three-quarters of his time 
correcting their fallacies and explaining and teaching them all 
the real knowledge he has acquired in a lifetime’s experience 
in his attempts to get something done. 

A paragraph in your current issue suggested that the salaries 
of these people should be reduced by 20 per cent. It would 
be more to the purpose if their numbers were reduced by 
20 per cent. They should be replaced by thoroughly practical 
men who are, or have been, first-class stationmasters in London 


May 17 
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and other large towns—supplemented by equally competent 
men from the locomotive, engineers’ and other departments. 

If Sir Eustace Missenden had a dozen of these understanding 
and knowledgeable men at his elbows, I have no doubt we 
should soon see a very different shape on things on our 
railways. 

Yours faithfully, 
E. R. B, ROBERTS 


A Remarkable Journey 
The Railway Club, 
: 57, Fetter Lane, E.C.4. July 29 
To THE Epiror OF THE RAILWAY GAZETTE . 

Sik,—The explanation of the circumstances in which the late 
Sir Edward Marshall-Hall decided to stand as Conservative 
candidate for Southport, in 1900, is, 1 think, worth recalling in 
greater detail. i 

The late Mr. G. A. Sekon, first Editor of The Railway 
Magazine, pointed out that the story, as quoted by Mr. 
Marjoribanks, first appeared (in somewhat balder form) in 
1900, probably as election propaganda. He wrote to Marshall- 
Hall, asking for the facts, and received the following reply, 
which was published in The Railway Magazine for December, 
1900: “ As the express was passing Romford, I looked out of 
the window, and saw a whole string of contractor’s trucks run- 
ning parallel to the train in which I was travelling. We over- 
took the engine (presumably belonging to the contractors), and 
to my astonishment, it was named Southport in big letters. 
This struck me all the more, that I had not noticed any names 
on Great Eastern Railway engines. and Southport is not on 
their system.” 

This disposes completely of the original story, but leaves 
unexplained Edward Marjoribanks’s statement that Marshall- 
Hall was travelling to Leicester. In this connection, Mr. Sekon 
pointed out that Marshall-Hall was going for a holiday, and 
that his probable destination was Leiston, on the Aldeburgh 
branch of the G.E.R. When relating the episode, Marshall- 
Hall may not have said Leiston very clearly, with the result 
that it was mistaken for Leicester. i ; 

Mr. Sekon added that this incident must provide an out 
standing example of how an inaccurate statement once launched 
is thereafter accepted as a fact. 

Yours faithfully, 
H. A. VALLANCE 


Merits of the Railborne Vehicle 


167, Cassiobury Drive, 
i. Watford. July 28 

To THE Epiror OF THE RAILWAY GAZETTE : 
SiR,—I was interested to read Mr. Howard's letter of April 11 

regarding London tramways and to see in the same issue of 
July 22 on page 107 the report on Isle of Man transport. These 
apparently unconnected subjects both reflect a growing anti- 
railborne vehicle tendency. i - 

The Arnold report strongly recommends the eventual aban- 
donment of the Isle of Man Railway (and presumably the 
Manx Electric Railway). Further, one hears of remarks in 
Parliament concerning the abandonment of “ uneconomic 
branch lines” operated by the Railway Executive. These 
remarks, it would «ppear, pre-assume that the rubber-tyre diesel 
bus is the “thing” and that only “awkward and outdated ” 
road speed limits are preventing it from ousting the railborne 
vehicle for main long-distance journeys. be 
_ This attitude of mind is a dangerous one. I feel that the 
following facts should be considered more seriously: 

1. Coal, steel, and electrical energy are among the internal 
resources of Britain, whereas diesel oil, petrol, and rubber are not. 

2. The rubber-tyre diesel-oil vehicle has its place: 

(a) for lightly-loaded short-. medium-, and long-distance routes : 

(6) as a feeder for railborne (gailway) long-and medium-distance 
routes which are heavily-trafficked or subject to seasonal or daily 
traffic-density variations ; : , 

(c) as a feeder for railborne (tramway on or adjoining the 
public highway) short-distance routes which are heavily-trafiicked 
or subject to seasonal, daily or hourly variations in traffic. (Use 
of trailer-cars as on the Continent.) 

3. The “fashionable ’’ anti-tramway arguments—noise, low 
speed, danger to public (leaving kerb to board car), motorists and 
cyclists and general traffic congestions, etc.—can all be obviated by 
a tramway system featuring :— : 

(a) high acceleration, high-speed cars of P.C.C. or similar pat- 
tern as illustrated in your July 22 issue; 

(b) a well-maintained permanent way either in reservation 
beside the public highway (Glasgow-Airdrie, for example), in sub- 
way (Kingsway, London), or in the public highway with loading 
islands provided (as at Edinburgh). It should be remembered thai 
a well-maintained track includes the adjacent highway surface : 
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(c) adequate terminal arrangements, i.e., turning circle beside 
the highway or short spur parking line off the public highway (as 
at Ecclesall, Sheffield). 

Regarding the longer distance railborne (railway) routes I feel 
the answer lies in the present position in North America where 
the railways have been subjected to a far greater onslaught 
from the rubber-tyre diesel-oil world than has yet taken place 
in Britain. I refer to the many illustrations of luxurious club, 
sleeping, parlour, dining cars, etc., which have been reproduced 
in The Railway Gazette from time to time. 

The North American railways have thus offered successfully 
a more comfortable mode of long-distance travel; likewise, 
with use of P.C.C. cars the North American tramway systems 
have offered a more comfortable mode of short-distance 
travel than that possible with a diesel-oil bus. 

Yours faithfully, 
P. BATHAM JONES 


The Ouse Valley Viaduct 


London, S.E.1. July 18 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—In the issue of The Railway Gazette for Friday, July 15, 
I noticed an excellent illustration on page 74 of the Ouse Valley 
Viaduct. 

I would call your attention, however, to an error in the 
caption, which stated that the viaduct was built to the design 
of J. Rastrick. 

Although Rastrick was the Engineer responsible for the work 
of construction, the design was prepared by the Architect, 
David Mocatta, who also designed several of the original 
stations on the Brighton line. including Brighton Station itself. 

Yours faithfully, 
H. G. DAVIS 


Preservation of Locomotives 


“Dale View,” 
16, Box Ridge Avenue, 
Purley, Surrey. July 30 
To tHE Eprror oF THE RAILWAY GAZETTE 

Sir.—Mr. Bardsley and Mr. Lovatt Williams are to be con- 
gratulated on very rightly advocating in your issues of July 8 
and 29 respectively, the preservation of the last “ Precursor,” 
and it 1s indeed unfortunate that 25297 Sirocco has made her 
last journey—from Chester to Denbigh and back—on Whit 
Monday. 

1 would venture to trespass on your valuable space in an 
attempt to clarify the situation of the preservation of locomo- 
tives, as little progress appears to have been made in that 
direction lately, despite the very, commendable deliberations of 
a Committee composed of the representatives of the interested 
learned societies. The crux of the matter is the reconciliation 
of the interests of railway enthusiasts on the one hand and the 
Railway Executive on the other. Locomotive enthusiasts, 
naturally, clamour to have preserved almost every type of loco- 
motive that passes to the scrap heap: the Executive, also quite 
naturally, invariably declines on the grounds of expense and 
of shortage of space. How can these opposite points of view 
be reconciled? 1 would suggest as a solution thereto that rail- 
way enthusiasts for their part restrain their demands for pre- 
servation to those types of locomotive which mark a definite 
era, new development, or change of policy, in British locomo- 
tive history, and to that end they can do no better than to 
abide loyally by the decisions of their representative Committee 
which is more than competent to thrash out the many claims as 
to which types should be preserved. 

The Railway Executive for its part, while watching carefully 
the question of expense and space, should try to approach the 
question of locomotive preservation from the angle of a sound 
commercial proposition, for such it is. I have been staggered 
to discover how many enthusiasts annually buy tickets from 
all over England for pilgrimages to York Museum, and the 
Executive’s Commercial officers would do well to press their 
colleagues for the allocation of space in every Region for a 
Regional Locomotive, Carriage & Wagon, and Signal & Perma- 
nent Way Museum, to which they could organise frequent 
cheap visits for parties (if necessary by special trains), which, 
with the price of admission, would easily more than recoup the 
initial outlay. Fortunately the species of railway officer 
opposed to locomotive preservation per se is now all but extinct, 
and the live and active commercial policy now being followed 
by the Railway Executive leads me to hope that the possibilities 
of such a laudable proposition as public Regional locomotive 
museums will not pass unheeded. 

Yours faithfully, 
R. A. SAVILI 
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The Scrap Heap 


FASHION EXPRESS 
As the “Golden Arrow” sped through 
Kent recently, on its way to Dover, manne- 
quins walked through the coaches showing 
coats and suits designed for winter travel. 
It was the first time a fashion show had 
been held on a train in this country. Aim 
was to break into a potential foreign mar- 
ket on this luxury route to the Continent 
and travellers welcomed the diversion from 
the scorched countryside—From “ The 
Star.” 
* x * 
RoaD MAINIENANCI 
Figures given in the annual report of 
the Administration of the Road Fund 
(H.M. Stationery Office, Price Is. 3d.) show 
that payments from the Road Fund in the 
year ended March, 1948, for maintenance 
and improvement and the construction of 
new roads totalled over £24,000.000, in- 
cluding over £8,000.000 on trunk roads; 
comparable figures in the previous year 
were £15,600,000 and £7,000.000 respec 
tively. Payments for all purposes totalled 
about £26,000,000, or £9.000.000 more than 
in the previous year. 
* * 7” 
PAYMENT FOR STAFF SUGGESTIONS 
Employees of the Canadian National 
Railways are to be paid for their brain 
waves if their ideas can be put to work for 
the benefit of the system and the public it 
serves. In a letter to all employees, Mr. 
R. C. Vaughan, Chairman & President, has 
announced a new staff suggestions plan 
under which awards ranging from $5 to 
$100 will be paid for acceptable ideas. 
Suggestions are invited in several cate- 
gories, including reduction in cost of per- 
forming work, improvements in methods, 
and courtesy and service to travellers and 
consignors. 
* * 
LAST JOURNEY TO CREWE 
The soie survivors of three famous 
L.N.W.R. locomotive  classes—** Claugh- 
ton ” class 4-6-0 No. 6004 (formerly Prin- 
cess Louise), “Prince of Wales” class 
4-6-0 No. 25752, and * Precursor” class 
4-4-0 No. 25297 Sirocco—have been with- 
drawn for scrapping by the London Mid- 
land Region within the past few months, 
thus bringing to a close a large chapter in 
the locomotive history of the “ Premiet 
Line” of pre-grouping days; they are the 
last of the L.N.W.R. passenger tender 
engines. Between them these locomotives 
had coveied weil over three million miles 
in a total of 102 years, first on main-linc 
expresses between Euston and the north, 
and later on suburban and_ branch-line 
trains, 
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TRANSPORT OF RACE HORSES 

That race horses, “very delicate and 
excitable and apt to catch chills and colds,” 
might be upset by rail travel, was one of 
the reasons put forward by an owner and 
trainer who successfully applied at New- 
castle-on-Tyne for a “B” licence to use 
his own horse box car for which a “C” 
licence was held. 


* * i 


100 YEARS AGO 


From THE RAILWAY Times, August 4, 1849 


We are gratified at learning that the London 
and North-Western Railway Company has 
placed itself at the head of the Railway Pas- 
sengers’ Assurance Company, by permitting 
the issue of assurance tickets at the principal 
stations on its line. It may be necessary to 
remind our readers of the terms upon which 
insurances, In event either of loss of life or of 
personal injury, are effected by this Company. 
A first-class passenger will, by a payment of 
fhree-pence, insure 1,000/.; a second-class 
passenger, by a payment of fwo-pence, will 
insure 500/.; and a third-class passenger, by a 
payment of one penny, will insure 200/. 

Jouble journeys will, of course, demand a 
double insurance. ‘The insurance is, with this 
exception, irrespective of the distance to be 
travelled. 





- * * 
FARES, PLEAS 

The suggested abolition of tickets on 
London buses, declined by the Minister of 
Transport mainly for financial reasons, 
recalls an interesting chapter of trans- 
port history. For more than sixty years 
after the omnibus was introduced to 
London by Shillibeer, fares were collected 
in the most casual manner. The absence 
of tickets led to extensive peculation, only 
partially checked by employing spies to 
note the number of passengers by each 
bus for comparison with the takings paid 
in. Even so. the old “General” com- 
pany reckoned it was losing at least 
£30,000 a year, quite apart from any over- 
charges to travellers. By 1891 matters had 
reached a serious stage. with profits dis- 
appearing into the pockets of bus crews, 
timekeepers, and stable hands, al] in the 
swim together. Roll tickets were then 
brought in and immediately led to the first 
bus strike: it lasted six days. with the Lord 
Mayor serving as eventual peacemaker. 
These tickets cut down the robbery to a 
large extent and ended the time-dis- 
honoured system of bus crews paying them- 
selves from the receipts. But there were 
still too many ways of evading correct 
returns until, in 1893, the punch ticket 
came in.—From he Manchester 
Guardian. 
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A MATTER OF Duty 

Finding a little tab marked “ Pull” in- 
serted in his rail ticket the other day a 
friend was gratified to see an instruction to 
send 6d. for postage and packing to an 
address in the city for a quarter-bottle of 
Empire wine. 

He sent a postal order, but instead of his 
wine he received a reply telling him that 
the tickets were issued 15 years ago, ind 
duty on the wine in question had since 
increased 1,000 per cent. 

The postal order was returred with 
regrets that the firm could not oblige for 
6d. in these days. 

It seems that pre-war rail tickets are stil] 
being used in some areas, with the result 
that the wine firm gets two or three re- 
quests for samples each week.—-From 
“The Evening News.” 


* * * 


RAIL PREFERRED 

How many adults have ever taken a long 
journey by coach? The Gallup Poll has 
just made this inquiry, and the answer was 
two in every three. Among the very poor 
the proportion was only one in two. A 
second inquiry made of this representative 
sample of the public was: 

“Which would you prefer for a long 
journey: to travel by rail, or by 
coach? ” 

The replies were: 


Rail ; .. 53 per cenc 
Coach ... 30 per cent 
Don't mind 11 per cent 
Neither 3 per cent 


Don't know 3 per cent 


There was a definite age preference, 
younger people being more inclined to say 
* Coach,” while older people were less in- 
clined to travel by any method, or had no 
definite feelings about how they went. 

One in ten of the well-to-do said 
‘ Neither.” because they would rather go 
by car, but the very large majority of 


them said “Rail.” For working-class 
people the main answers were: 
Rail .. . ‘ .. Sl per cent 
Coach ‘ ‘ ‘ 35 per cent 


Don't mind 10 per cent 


Not everyone who had been on a long 
coach journey preferred that method to 


rail. One in two definitely chose rail, 


whilst another one in eight said that they 
had no choice.—Reproduced with acknow- 
ledement to the British Institute of Public 
Opinion and the “ News Chronicle.” 


* * * 
Pro Patria 
(To whom it may concern) 
Once on a time, long years away, 
When England faced the deadly fray, 
This was the order of the day: 
“Who dies if England lives? 


Once there were craftsmanship and zeal. 


The generous heart, the power to feel 
Concern about the common weal. 
And hearts were staunch and strong. 


Now freedom’s flame almost expires: 
Concentred on our own desires 

We lack the vision of our sires- 
Lord, make us men again! 


Speak with a trumpet voice amid 
These soft, seductive sounds and rid 
Man of his slothful bonds and bid 
His conscience breathe again. 


In this our parlous hour today, 
When the old lion stands at bay, 
This be our order of the day: 
“Who lives if England dies? ” 
A. B. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 
Salt River Wagon Repair Works 

the new wagon repair shops at Salt 
River Works, Cape Town, wliich have 
been under construction for five years, will 
probably be completed towards the end of 
this year, When there should be a 20 per 
cent. rise in the repair output. The new 
sheds cover 120 acres and of the five bays 
two are already in use. The wagon shops 
are at present completing some 140 heavy 
repair jobs a month and the rate will go 
up when it is possible to concentrate the 
work better. 

Eight new steel wagons are being 
assembled daily at Salt River. All-steel 
coaches imported from overseas are now 
being assembled in the erecting shops, and 
a start has been made on assembled cattle 
wagons, which are being completed at the 
rate of four 1 day. Delay in the delivery 
of essential materials sometimes holds up 
the work. 


Doubling in Cape Province 

The line between Paarl and Wellington 
is to be doubled. The second line between 
Paarl and Huguenot is almost finished and 
work has started on the section between 
Paarl and Wellington. An additional pas 
senger platform is being built at Huguenot 
where the existing platform is one of the 
longest in the Union. 

Steady progress has been inade with the 
new railway marshalling yard being laid 
out on about 158 acres at Heatlie, the 
new industrial suburb of Worcester. In 
the past two years, some £114,000 has been 
spent, but by the time the marshalling 
yard is finally completed it will have cost 
ibout £324.000. So far, ten railway lines 


have been laid, and a_ weighbridge to 
carry 120 tons installed. The new line to 
Robertson should be started this year. 


New Lines in Natal 

When opening the Eshowe Agricultural 
Show in June, Mr. P. O. Sauer, Minister 
of Transport, gave an assurance that when 
the next railway construction Bill is intro- 
duced in Parliament authorising the con- 
struction of new lines, that which will con- 
nect Zululand with the Transvaal will 
receive high priority. Although many 
people hope that this line will go through 
Swaziland, there are disadvantages to this 
route, as Swaziland is one of the High 
Commission Territories, not part of the 
Union of South Africa. A survey of the 
eastern watershed over Zululand is to be 
made to decide the most suitable route. 

The workshops at Greyville—although 
ultimately to be moved to the reclaimed 
area at the head of Durban Bay—the 
workshops at Pretoria and Bloemfontein, 
and the extension of the shops at Salt 
River, will be given priority as they must 
be completed and in production before 
work can be started in Durban. 

In regard to new lines, if the Administra- 
tion is satisfied that a particular route will 
pay and will help to develop the area it 
will feed, the practice of insisting on 
guarantees before the line is commenced 
will be relaxed. 


EAST AFRICA 


Limuru Tunnel Opened 
The Limuru Tunnel on the Nairobi- 
Nakuru realignment was formally opened 
by Sir Philip Mitchell, Governor of Kenya, 
on June 30. The tunnel, which is 2.500 ft. 


Kenya Tunnel Opened 





Part of new Limuru Tunnel cleared by explosion of charge detonated 


by Sir 


Philip Mitchell, Governor of Kenya. 


Left to right: 


Messrs. P. H. Hicks and W. Urquhart, East African Railways 
& Harbours ; Sir Philip Mitchell; Mr. T. Davidson, East African 
Railways & Harbours (see paragraph above) 
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long, is situated one mile south of Limuru 
Station and 28 miles north of Nairobi on 
the main line from Mombasa to Kampala. 
It is designed to carry a single line of 
metre-gauge track, and is 20 ft. high at 
the centre of the arch and 16 ft. wide at 
rail level. Work on the tunnel was begun 
at the north portal on April 19, 1948, and 
at the south portal on June 15, 1948; the 
work has been completed in 370 days, and 
has involved the removal of some 900,000 
cu. ft. of rock and earth. 


CANADA 


* Intercolonial Railway” Recommended 
An independent railway system within 
the Maritime Provinces for making freight 
rates has been recommended to the Royal 
Comnuission on Transportation by the 
Maritime Board of Trade. The board pro- 
pesed that Canadian National Railways 
lines in this area be designated as a 
separate company for rate-making which 
would facilitate the reducing of rates. 
Qiher recommendations of the Maritime 
Board were that basic commodities, includ- 
ing foods, should be exempted from uni- 
form percentage rate increases such as that 
awarded the railways last year, and that 
the board vf Transport Commissioners 
should have greater regulatory powers over 
the railways. Tliese powers should be used 
to help secticns of Canada to overcome 
the handicaps of distance from markets 
and supply, to assist the movement of basic 
commodities, and lessen the impact of 
freight-rate increases On consumer costs. 
The Maritime Board of Trade proposal 
for a separate organisation for the railways 
in the Maritimes would not involve any 
physicai change in railway property to 
services in this region. It would call for an 
* Intercolonial Railway "—the old name of 
the pre-C.N.R. Maritime line—with run- 
ning powers over the C.N.R. beyond 
Montreal. Under a technicality in existing 
legislation, that would let the Maritime sys- 
tem fix rates much as it wished. 
in connection with the Maritime Board 
of Trade proposal for dropping C.N.R 
rates on goods in this area, a suggestion 
was made that the Canadian Pacific Rail- 
way might be reimbursed from the Federal 
Treasury to make up for low rates it would 
have to put inte effect to pick up traffic 
against low-rate competition. The C.P.R. 
operates a line between Montreal and Saint 
John, New Brunswick, and also a line in 
Nova Scotia between Halifax and 


Yarmouth. 
EGYPT 

Sleeping Car and Dining Car Services 

The Compagnie Internationale’ des 
Wagons-Lits et des Grands Express Euro- 
péens, which has a monopoly of sleeping 
car and dining car services on the State 
Railways. has been granted an extension 
of its terms of operation up to the end of 
1950, after which the State Railways will 
take over the service. For the duration of 
this extension the Egyptian Government 
guaranteed the company a minimum pro- 
fit of £E5,000. The company operates the 
following services in Egypt: dining car and 
first class Pullman car services on the 
Alexandria-Cairo line, dining-car services 
between Port-Said and Cairo, and dining- 
car and. sleeping-car services between 
Kantara East (on the east bank of the Suez 
Canal) and Rafa (Israeli frontier). It 
Operates station restaurants at Alexandria, 
Assiut, Benha, Damanhour,  Ismalia, 
Kantara West, Kantara East, Cairo, Luxor, 
Tanta. Wasta, and Zagazig, and the 
station hotel at Damanhour, and a num- 
ber of steamers on the Nile. 
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THE RAILWAY GAZETTE 


New Railways for London—2 


A discussion of some aspects of the London Plan Working 
Party Report, with some suggested amendments and alternatives 


[® The Railway Gazette of July 22. we 

described in order of priority the new 
railways, services, and improvements re- 
commended in the London Plan Working 
Party Report. We complete our survey 
with observations on features which appear 
most likely to give rise to official and un- 
official debate, and some of which were 
mentioned in an editorial in our July 8 
issue. 

Electrification and widenings are neces- 
sary to cater for the increased outer- 
suburban traffic expected when the New 
Towns, such as Crawley and Hemel 
Hempstead, are built—a clear realisation 
that, contrary to what has been suggested 
in some quarters, it will not be possible 
to keep these towns in “ watertight com- 
partments." 

It is open to doubt whether trains from 
points as far afield as Gillingham (36 
miles from Victoria) should be projected 
into the new “full-size” tubes, as such 
services are almost of main-line, rather 
than outer-suburban, character. In our 
view Dartford and Orpington would be the 
south-eastern limits desirable. 

We are surprised at the exclusion of the 
Western Region main line from electrifi- 
cation and other improvements, especially 
in view of the size of the outer-suburban 
towns which it serves—Slough (64,000), 
Maidenhead (28,000), and Reading 
(118.000). (Population figures are for 
1942.) Some of the inner suburban traffic 
of the Western Region might be catered 
for by extension of the Central Line from 
Ealing Broadway to Hayes or West Dray- 
ton, possibly taking in the West Ealing- 
Greenford loop. 

Northern “ Express ” Line 

The need for duplicating the Northern 
Line tube south of Kennington is a cry- 
ing one, as all trains from the Charing 
Cross and City routes must impinge on 
Kennington. converting the section south- 

wards into a bottleneck. The relief line 
proposed has rightly been made an ex- 
press tube with no station between Ken- 
nington and Tooting Broadway: we con- 
sider one should be provided at Stockwell 
for interchange with the existing line and 
with Route C, and that the line should 
have a higher priority. 

Wimbledon has been omitted from the 
plan, yet it is a natural and important 
interchange point, with lines converging 
from six directions, and we feel that it can- 
not be considered apart from its neighbour 
junction, Raynes Park. The needs of this 
district might best be served by extension 
of the Northern Line from Morden to 
North Cheam, and to St. Helier and Sut- 
ton over Southern Region tracks; the pre- 
sent Holborn, Wimbledon, and Sutton ser- 
vice (scheduled to become part of Route 
A) could then be cut short at St. Helier. 
Connections at Tooting Broadway would 
enable trains from North Cheam or 
Sutton to continue to Kennington by 
either the “slow” or “express” line. 

A fork of the “express” tube from 
Tooting Broadway to Haydons Road and 
prolongation of the Sutton line tracks 
alongside the main line from Wimbledon 
C Box to Raynes Park Junction would 
still enable the Chessington trains” to be 
diverted to the Northern “express” line, 
as envisaged in a different manner in the 
“— 

Little mention is made of improvements 
to lines which are not wholly or partially 
radial. Usually, these lack the requisite 


heavy peak and adequate off-peak traffic 
to qualify them for rapid transit services, 
and road services can handle the traffic, 
but there are exceptions, of which the West 
London is a significant one. Because of 
the disposition of river bridges, road ser- 
vices in the district are roundabout. We 
advocate the restitution of the Clapham 
Junction-Olympia and Olympia-Edgware 
Road services and their operation by Lon- 
don Transport as a single service, and of 
the Willesden-Earls Court service, possibly 
extended to High Street Kensington. 

The East London might serve as the 
proposed goods line in the east, given 
better access from the north. The pas- 
senger traffic is mainly workmen, at peak 
hours; during the rest of the day it could 
handle heavier goods traffic, especially if, 
as already suggested in our columns, a 
terminal loop were built between New 
Cross and New Cross Gate, enabling the 
passenger service to be modified. 

The best northern outlet, if levels 
allow, seems to be a mile of new tube 
through Shoreditch, rising to join the 
North London line near Haggerston. This 
would be costly, but probably far less so 
than the special goods tube between 
Canning Town and Blackheath, involving 
much tunnelling through water-bearing 
ground: also, there would be less disloca- 
tion of the present exchange goods ser- 
vices over the Widened Lines. 

Although we are glad that the report 
takes into account the potentialities of 
many existing surface suburban lines, 
there are omissions. For example, the 
Woolwich tube—certainly accorded low 
priority—seems to us to have little justifi- 
cation, as the existing North Kent line 
stations are reasonably well placed, and 
once the bottleneck at North Kent 
Junction is removed, as envisaged in the 
proposals, the line will be able to carry 
a service of tube intensity. Moreover, it 
may be operated with double-deck trains. 


New North-West Focus 

Finchley Road will be an even more 
important interchange station than now, 
and with the advent of Route A cutting 
straight across from West Hampstead on 
the Midland to Euston deep level, it will 
become the greatest focal point in North 
West London. We particularly favour the 
bold planning in this area, effectively un- 
ravelling what has been a tangle of lines. 
If it were found possible to give under- 
cover interchange with the nearby station 
of the North London line, the value of 
Finchley Road would be further enhanced 
and yet another useful facility given. 

Service M, the electrification of the 
Cambridge line to Bishops Stortford, will 
not join a future full-size cross-London 
tube, but run from Liverpool Street ter- 
minus only. This seems to postulate that 
the electrification will be 1,500-V. overhead 
and that it will form with the Shenfield 
line a separate system, necessarily isolated 
physically from, but having adequate 
interchange with, the new network. The 
system to be adopted on the Tilbury and 
Southend line is not specified; if there is 
to be connection through the City with 
the Southern somewhere west of Battersea 
it will have obviously to be third/fourth 
rail. Also, it would seem desirable to use 
conductor rail to ensure uniformity with 
the District service out to Upminster. A 
tube beneath Commercial Road appears 
an unattractive proposition; the present 
road services and District and Central 
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Line services through Mile End, and 
the promised electric service out of Fen- 
church Street seem ample for the future 
needs of inner East London. 

It may seem a paradox that with all 
the mileage of new full-size tube proposed 
the old Great Northern & City—alone 
among the tubes built to a full-size load- 
ing gauge—will remain “ squeezed ’’ and 
become no link in a new “super-tube.” 
There are sound reasons for this, how- 
ever, as it forms an integral part of the 
pre-war programme which will be rounded 
off by the electrification of the Finsbury 
Park-Alexandra Palace and Mill Hill- 
Edgware sections of the former L.N.E.R. 
In any event, the original conception of 
the Great Northern & City as a City ex- 
tension of the G.N.R. was modified even 
before its opening. 


Lines in Central Area 


The course of the new lines in Central 
London (shown in detail in the accom- 
panying map) is_ perhaps the most 
important aspect of the Plan. Route A tube, 
through Russell Square and Chancery 
Lane, will apparently absorb the present 
service of London Midland and Eastern 
Region steam trains over the widened 
lines, but as the widened lines themselves 
are scheduled to be shorn of both their 
goods and passenger traffic, they will seem- 
ingly have no raison d’étre, and a most 
valuable limb in the centre of London will 
be atrophied. They cannot serve as a 
relief to the Circle because of the Kings 
Cross-Baker Street bottleneck. 

Farringdon seems a better interchange 
point than Chancery Lane. Its facilities 
are there already—connections with Moor- 
gate and East London and good road ser- 
vices. Admittedly it lacks the connection 
with the Central Line which would be 
afforded at Chancery Lane, but West End 
passengers coming from the northern sub- 
urbs will already have changed to the 
Northern Line at Euston, and _ those 
coming from the south side at Elephant & 
Castle; the latter will have another oppor- 
tunity to transfer at Ludgate Circus. 

Route F, besides its south-east—north- 
west function, might also serve as the 
great terminal loop for south-eastern sub- 
urban services, such as was proposed in 
S.E.C.R. days. Some of the traffic of 
London Bridge, Cannon Street, and Char- 
ing Cross—and even, ultimately, Waterloo 
(Western Section) is to be drawn off into 
large-size tubes, yet Victoria is given no 
such relief, despite its need. Some ser- 
vices from the Central Section could 
enter a tunnel between Grosvenor Road 
and Victoria, pass beneath Victoria and 
gain Route F at Trafalgar Square, pass- 
ing thence via Ludgate Circus and Bank 
to New Cross and on to the North Kent 
and Orpington lines. This would be a 
railway equivalent of the Embankment 
terminal loop of the South London tram- 

way se rvices. 

Route F fulfils in a curious way the 
dream of Sir Edward Watkin for a direct 
link between the Great Central and the 
South Eastern, though we hardly expect 
to see a Manchester-Paris express of the 
1970s speeding below Mayfair ! 

Sound sense characterises the views of 
the Working Party on the vexed question 
of Charing Cross, Blackfriars, and Cannon 
Street termini and bridges, about which 
more ink has surely flowed than water 
beneath them. It is rightly asserted that 
nothing obliges the bridges to be ugly and 
that total electrification will silence most 
esthetic objections. Whatever surface and 
underground improvements are made, 
Charing Cross in particular will remain 
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the finest site for a terminus in London, 
and its traffic is on the increase. 

Blackfriars is in a rather different 
category. It has no main-line trains, and its 
replacement is physically less difficult and 
in fact is assumed in the City of London 
rebuilding plan. The report says, not, 
we imagine, without a touch of irony, that 

“Central Section trains, like those of the 
Eastern Section, are conveyed through 
South London over a considerable mileage 
of viaducts, which are disliked by the 
planners.” Four costly tubes, in addition 
to those already required, would be re- 
quired if the south London approach 
viaducts and the Thames bridges were to 
go—a piece of extravagance unwarranted 
on any count. 

Paddington has been left out of the 
reckoning; alone among the large termini 
it will have no added facilities. There is 
certainly a very tentative idea of divert- 
ing the Central Line away from Bayswater 
Road to serve it, but this would be retro- 
grade in view of the present satisfactory 
alignment. Furthermore, in the Final 
Report of the Inglis Plan it is recom- 
mended that Paddington terminus be 
moved forward to Sussex Gardens, which 
would allow of interchange with Lancaster 
Gate of the Bank-Monument kind. Pad- 
dington would then become a “ double- 
ender” terminus, with Lancaster Gate at 
its “front door” and the former Praed 
Street and the Bakerloo stations at the 
side, and the former Bishops Road at the 
“back door.” The underground stations 
might then be renamed Paddington (South), 
Paddington (Central) and Paddington 
(North), or similarly. 

The Marble Arch-Hyde Park Corner- 
Victoria direct route, so attractive on paper 
and at one time favoured for at least one 
tube and a tramway subway, and still 
beloved of amateur planners, rightly finds 
no mention. It is too much to one side 
of a traffic-gathering area, as even the 
promoters of the abortive North West 
London tube realised when they sought to 
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abandon this part of their proposed route 
to Cricklewood and substitute a junction 
with the Baker Street & Waterloo railway 
at Edgware Road. 

One evening newspaper, in commenting 
on the Plan, has expressed fears that the 
increased traffic at Green Park, when it 
becomes an_ interchange station, will 
throw more travellers on to the already 
busy pavements of Piccadilly, but these 
fears seem groundless, as most of the new 
passengers will simply be transferring 
from one line to another and will not re- 
quire to come up to the street at all. 

The 60th anniversary of the opening of 
the first electric tube railway in the world 

the City & South London—occurs next 
year, when, as already announced bv 
London Transport and recorded in our 
July 29 issue, the long-authorised Bakerloo 
extension to Camberwell (a London 
Transport “domestic” project but in- 
cluded in the Report) is to be begun. It 


may be appropriate, therefore, to 
close this review on a _é historical 
note, by tracing a_ oparallel between 


proposed and_ that 
which would have resulted if more, 
if not all, of the many authorised and 
projected tubes considered by Parliament 
in 1901-02 had been passed. 

The greatest campaign of what an 
eminent engineer called “the fight for 
underground London” was for possession 
of the Knightsbridge-Piccadilly-Strand 
route between the West End and City. At 
one stage four rival promoters contended 


the network now 


for the Knightsbridge section, three of 
them for the section up to Piccadilly 
Circus, and two of those for the whole 


route to the City. The problem was 
further complicated by the proposal of the 
L.C.C. for an underground tramway scheme 
for the complete distance, and_ there 
was also the authorised express tube of 
the District immediately under its line 
from Earls Court to Mansion House. 
Only the Knightsbridge-Piccadilly sec- 
tion was constructed, as part of the 








Proposed Railways between Genoa and the North 


T HE economic revival of Germany has 

again renewed discussions among 
economic experts in Italy as to the possi- 
bility of improving the railway connec- 
tions between Germany and Genoa, This 
is an old problem and its mainspring is 
the competition between Genoa, the prin- 
cipal maritime centre of Italy, and Ham- 
burg and Bremen. 

Various projects huve been evolved for 
new railway lines between Genoa and the 
north since it became obvious that the 
saturation point on the existing lines 
between Genoa and Milan was almost 
reached. One scheme envisages a line 
between Genoa and Piacenza, on the 
Milan-Bolegna main line, 44} miies south- 
east of Milan. This line crossing the 
Apennine range north-eastwards would 
follow in the main the Trebbia River which 
joins the River Po west of Piacenza. It 
would be 744 miles long, or approximately 
24 miles longer than the Bologna-Prato 
grans-Apennine line. 

The slight reduction in the railway dis- 
tance between the two towns would not 
justify in itself the heavy cost which the 
construction of the line would entail. This 
view was recently confirmed by the 
Italian Minister of Transport, who pointed 
out that the line would cost some lire 
30.000,000.000 (at the present price level) 
as against lire 1,122,000,000 (pre-war value) 
for the construction of the double-track 
direttissima between Bologna and Prato. 


Economists concerned stress that the 
Genoa-Piacenza line would form only the 
southernmost link in a direct route con- 
necting Italy with Germany. Existing 
lines from Piacenza to Bergamo, con- 
veniently developed to increase their 
potential, would form a further link. A 
new railway is planned between Bergamo 


(north east of Milan) and the Stelvio Pass 
to connect by a long tunnel under the 
Stelvio with the Malles-Pfunds-Landeck 


line which the Germans nearly compicted 


in the war, and which joins the Arl- 
Lerg-Innsbruck main lin The Malles- 
Landeck railway was rm scribed in The 


Railway Gazette for July 27, 1945. 

An alternative scheme foresees the im- 
provement of the existing lines between 
Piacenza and Brescia (east of Bergamo) and 
the conversion of the existing electric light 
railway Brescia-Edolo, 63 route-miles, into 
a full-scale main line. As Edolo is only 
about 36 miles south of the Stelvio, the 
approach would be less costly in the 
opinion of the promoters, which include 
several provincial and municipal adminis- 
trations. 

There is also a third possibility for the 
Stelvio approach, from Tirano, close to the 
Swiss frontier and the junction station with 
the Bernina line from St. Moritz. The 
18-mile electric Alta Valtellina line from 
Sondrio to Tirano would have to be 
extended from Tirano  north-eastward 
towards the Stelvio: the distance between 
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Yerkes network, and the congestion of the 
Strand and Fleet Street has lacked below. 
ground relief to this day, despite the press- 
ing need, which is to be met by the paralle| 
tubes of Routes D and F. 

In one notable respect the present-day 
tube planner enjoys one great advantage 
over his predecessor in that he is not 
bound to follow the line of the streets, 
and this freedom is fully exercised in the 
new proposals. The original promoters, 
to avoid vibration claims and easement 
difficulties, had to introduce some awk- 
ward kinks into their lines—the Bakerloo 
is the classic example—but conditions are 
now less onerous, and the main concern is 
to obtain the best possible site for the 
stations. irrespective of street layout. 

In the suburbs some of the new projects 
will realise—though usually on different 
alignment—tube lines and _ services that 
were planned fifty years ago but failed to 
get through. Walthamstow, Tottenham, 
Streatham, and Croydon are four populous 
districts which have waited this time for 
a tube. In the early days of tube promo- 
tion, when much that was bad _ became 
mixed with well-thought-out schemes, 
there were many transport experts who 
regretted that London had no single traffic 
board such as it now enjoys, or that the 
Metropolitan and Metropolitan District 
and the main lines had not taken joint 
action and promoted the tubes themselves. 

There is no longer this excuse for 
unco-ordinated planning, and the new pro 
jects should go far towards realising the 
hopes expressed by Mr. Frank Pick in 
1938, when he said that London Transport 
looked “confidently forward to a London 
of 12,000.000 people disposed in the 
London Transport area, not inefficiently 
and wastefully as now, but according to 
some plan or conception of London 
which assures its unity amid diversity.” 
For the railways, the Working Party has 
produced such a plan. 


(Concluded) 


Tirano and the Stelvio is about the same 
as between Edolo and the Stelvio. The 
advantage would be the ready connection 
with Milan by the existing electric 
line from Milan to Sondrio. 

It has been stated that the direct con- 
nection between Genoa and the Stelvio 
would shorten the distance between 
Munich and Genoa by some 106 miles, as 
compared with the 5044 miles (812 km.) 
of the shortest route between Munich and 
Hamburg (via Wiirzburg). Until comple- 
tion of the Stelvio line the new Genoa- 
Piacenza line would facilitate the traffic 
with Germany via the Brenner line. 

An alternative project in the south dis- 
cards the Genoa-Piacenza line for a link 
betweer Genoa and Borgotaro, on the 
Spezia-Parma line. As against this the pro- 
moters of the Genoa-Piacenza line empha- 
sise that their line would traverse an rea 
of about 4.700 sq. miles traversed by no 
other railway. 

These projects seem to clash with the 
views recently expressed by the Italian 
Minister of Transport, who emphasised 
that he was averse generally to the con- 
struction of new railways at present. This 
is not only vecause of financial considera- 
tions but also of taking account of the 
rapid expansion of air transport and of the 
technical possibilities, still not fully ex- 
ploited, of considerably increasing the 
traffic potential of existing lines by elec- 
trification or replacement of the three-phase 
by the monophase d.c. system, and by 
better organisation. 





and 
inte 
rela 


ocel 
hare 


of a 
its n 
to t 
com 
cent 
opel 
able 
Rhéi 
Wit! 
Oper 
velo 


up 

Chui 
only 
close 
supp 
then 
quer 
Passi 
natic 
Mea 
ness 
the 

fully 
gaug 
Static 
at | 

























































) August 5, 1949 THE RAILWAY GAZETTE 153 
° ° title of Rhaetian Railway was adopted. 
the The Rhaetian Railway bap ooo the — - aig —_ —— 
nag = . . ‘ ’ : cial houses was lost, and to avoid bring- 
23 An efficient metre-gauge 08 the largest in ing the work to a’ standstill it. became 
lel Switzerland, which includes noteworthy engineering features necessary to seek other sources of capital. 
and which has opened up a _ popular tourist region At a cantonal popular assembly it was 
day voted that the Canton should become in- 
lage bins Canton of Graubiinden, better tion to subscribing capital, provided the terested. It was decided to purchase 
not known by its French form, the Grisons, company with the necessary land and also shares to the value of fr. 50,000 per route- 
ets, js situated within the Alps of South- sand, gravel, building stone, and timber. mile, provided lines were built through 
the ration Switzerland. Although it is the The first sod of the Landquart-Davos and connecting the principal valleys and 
ers, largest canton, equivalent in area to the Railway was cut in June 29, 1888, and on that the Gemeinden concerned should sub- 
vent West Riding of Yorkshire, its rugged and October 9, 1889, the Landquart-Klosters scribe fr. 25,000 per route-mile within 
wk- mountainous terrain makes it the least section was opened. On July 21, 1890, their boundaries and provide land and 
rloo densely populated. Its “150 valleys” are the line was opened to Davos Dorf, building materials. The Canton was to 
a inhabited by 120,000 persons, of which The success of the line, including the furnish half the required capital and the 
at As Chur, the cantonal capital, claims 17,000. ability to operate through the winter, parishes along the line a quarter. In 
the Rivers rising within Graubiinden reach the was such that the idea of a narrow- addition, the Canton applied for a Federal 
Rhine, Danube, and Adriatic, but although gauge cantonal system began to grow grant of fr. 8,000,000 on the grounds of 
jects the passes between them are easy to cross at the expense of a proposal to the political and strategic value of the 
reat and formerly were of great importance as extend the standard gauge from Chur to line, and its value in strengthening the 
that international routes, they have declined Thusis. In 1896 work was started on the bonds with the Central Government of the 
d to relatively to other passes, and none today Landquart-Chur-Thusis section, and the outlying valleys, whose natural trade out- 
lam. ; lets were with Italy. 
: : 
— ——— Rhaetian Railway | fo sa eatanaaieatl a wt 2 AUSTRIA Capital Investment 
mo- wee Swiss Federal Railway | Landqu a er %. Pa. Today the Rhaetian Railway represents 
ame +4 Furka-Oberalp Railway | : ) oN “wemey : a capital investment of fr. 120,000,000. or 
mes. wummex /tg/ian State Raitways | ey ~~ _s 1,000 per head of population. The sys- 
who Other Railways fies 2 oui ea acaba Ol tem is operated as a private company, the 
affic = Postal Motor Services | ny I prem Schuls-Tarae, largest in Switzerland, although public 
the Pat . y ~Davos-Dorf a all bodies are the principal shareholders. This 
re - rant 2 puns Aros “8vos_ » 
strict % > e : ae , —— 5-Prat, has enabled profits to be ploughed back 
joint § Trung yay : j\rvenzerhelae and partly explains the high standards of 
Ives B "Stung aod EA Wies., secte the equipment. 
for 2 2%, mh Si ur ce | The original system had a route-mileage 
pro ef “Seneie | \ AS | of 172 and was opened as follows:— 
the is Bergin Albul ‘vi Pcie Reichenau—llanz ... a a 1903 
k in 2 ( % r pf, “Cant aig we Thusis—Celerina ... eve eee 1903 
sport = § \ presr sgh ° , Celerina—St. Moritz... “a 1904 
se Oo pass i < Samaden—Pontresina_... eee 1908 
idon ce Ss {see | %, Davos—Filisur ... we wee (1909 
the oe ” Bern, se " \ Wanz—Disentis ... wae ae 1912 
ently - 2 Pass oul Fad, wa 3 te Bevers—Schuls_ ... oon aaa 1913 
g to _ deinen oe ae ae - yy At first the system was steam operated, 
ndon Yo \ Ri « : Talaia py fj, * but shortly after being opened the Enga- 
sity.” y \ PAS i. F JO dine portion was electrified on the single- 
has or ( _ \ : phase a.c. system using current at 11,000 
pie... * i ae . volts, 163 cycles. Operation began on 
os : c Avena, July 1, 1913, between St. Moritz and 
\ " Schuls and also on the Pontresina branch. 
- \ leis oy 6OU\G A L ¢ The remainder of the system was con- 
\ . 0 5 lOMites f we verted between 1919 and 1922. 
petinzons dé LD 0 5 0 S 620Kkm. 1. A On January 1, 1942, the Chur-Arosa 
se To Locarno aff To Lugano.and Maly — 0 To Milan Smetana ata Railway and also the isolated Bellinzona- 
The ; ; ; : Mesocco line were absorbed, and a year 
men The Rhaetian Railway and its connections later the Bernina line (in effect an exten- 
ectric 
teal occupies the position of the Simplon, Gott- The figures show the maximum (xy saaton® 
ween hard, Arlberg, or Brenner. ee number of regular daily services Landquartoz 15(0) 
- es The canton therefore lies in aon wit on any particular section, while 
dh of a geographical backwater, which, with those in brackets indicate the 
"; its mountainous character, offers drawbacks number of those services Sch 
a ane to the establishment of a good system of which are operated only during = 
mple- communications. Within the present the Summer months 
Aad century, however, the Grisons have been Based on Public Timetable 1 
iraffic opened up and developed by a remark- Summer 1948 T16(3) — 
' able metre-gauge railway system, the | inal » 
n dis- Rhiitische Bahn, or Rhaetian Railway. Ce v 
| tink With its up-to-date equipment and efficient 42F-Fcont 
1 the operation it represents the optimum de- f° pee 
e pro- velopment of this gauge. re 
npha- The standard-gauge line from Sargans hg open to Andermatt also 
L. Stee up the Rhine Valley to Landquart and aa aaa day 
yy no Chur was opened in 1858 and remains the : Pee 
only one in the Grisons. Towards the 
h the close of the century, however, with the 
talian support of the cantonal authorities. by 
asised then alarmed at the depopulation conse- 
; con- quent on the decline of traffic through the ~. pMesocco 
This passes, a proposal was made for an inter- yal 
idera- national line via Chur and the Engadine. ee: 
yf the Meanwhile, W. J. Holsboer, a local busi- 
of the ness man of Dutch origin, together with S/ 9(0) 
ly eX: the local Gemeinden or parishes, success- YZ Vrene 
x the fully promoted a scheme for a _ metre- Belt 
- elec: gauge line connecting the resort and health ehinzone 
-phase station of Davos with the standard gauge : ’ ‘ . 
id by at Landquart. The Gemeinden, in addi- Service diagram, Rhaetian Railway 
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sion of the Rhaetian into Italy) was taken : 
over. These acquisitions brought the total Sy ep 
route-mileage to 245. BS > LW o, ato / Pi 
Chur is the administrative headquarters Su / are 
of the system and the most important 4 OS abl 
station. The spacious passenger station = is 
is shared with the standard-gauge Federal clis 
Railways of which Chur is a terminus. abl 
There are two standard-gauge and one Th 
narrow-gauge platforms, one island serv- cro 
ing as a transfer platform for the princi- the 
pal standard- and narrow-gauge services. pre 
Spacious exchange sidings are provided for twe 
freight transhipment. Fifty-two narrow- foll 
gauge and 20 standard-gauge passenger ling 
trains are despatched daily in summer. I 
Trains for Arosa leave from the station - 
yard. Physical connection is provided for el 
through running of freight vehicles, but a “ va 
special motive power is needed as the line x S Bet 
is electrified on the d.c. system using cur- Zz = sing 
rent at 2,000 volts. After passing through S = Fre 
the streets of Chur the line runs up the = me enc 
Plessur Valley to the resort of Arosa, ris- . cor 
ing 3,790 ft. in 16 miles. It is adhesion- 5 line 
worked, with a ruling gradient of | in 17 = — 
and a maximum curve of 195 ft. radius. | & ae 
There are 41 bridges and viaducts, of = % vall 
which the best known is the Griindjetobel San : Spl 
with a span of 277 ft., and the Langwies, Eze wr age 
the world’s largest span in ferro-concrete, =o9 line 
326 ft., with the crown of the arch 206 ft [os = long 
above the river. [<5 > = 
The Albula Line 3 F 
The Albula route, 55 miles long and re- 5 eas} 
garded as the main line, runs up the Rhine = the 
valley to Reichenau. At Ems there is a = lows 
large wood distillation plant of recent con- = ~ mile 
struction. Wood is hauled to the plant of aes = stat 
from all parts of the system and the pro- Sos zz the 
ducts conveyed by standard-gauge tank oa = 
wagons, carried as far as Chur on narrow- z «3 = 
gauge bogie transporter wagons. This is oGue 's T 
the only large-scale industrial enterprise 4 £5 ze & an 
on the system. g a thro 
Reichenau is at the confluence of the = <i and ally 
Vorderrhein and Hinterrhein rivers. The e > & It ci 
former is followed by the branch, 31 miles ~ = = cend 
long, to Disentis. Here an end-on junc- . e < Pose 
tion is made with the Furka-Oberalp Rail- .~ = highs 
ai : . : aa he ; : o & = at | 
way. This combined  rack-and-adhesion Ws = : 
line crosses the Oberalp Pass to Ander- a 3 / S work 
matt and thence the Furka Pass to Brigue, Be 7 ~ Rails 
where connection is made with the metre- ye ‘|g ‘8 Italia 
gauge Visp-Zermatt Railway and_ the | as = tellin 
Simplon line of the Federal Railways i >5 z conn 
There is thus a metre-gauge route across i c= | = at Sc 
the greater part of the Swiss Alps and it | ‘ =ov Ray) Re 
is used in summer for through-running. S36 = the « 
The main line turns southward up the Sve y= thus 
valley of the Hinterrhein, which it fol su a mina 
lows as far as Thusis, the centre of the Sv <a Zs but . 
fertile and densely-populated Domleschg be aR Bs gauge 
area, the largest town between Chur and = the r 
the Engadine, and the terminus of impor- = exten 
tant postal motor services. 8 statio 
A double problem faces railway en- DX and 
gineers in Alpine valleys. Altitude must s ee 
be gained rapidly to reach the pass at the = Priitig 
head of the valley, but the valley does not & Davo 
present a smooth profile for the ascending go = 
roadbed, but is carved into a series of ¢ The 
steps with a difference in height of up te 4 throu: 
150 ft. and connected by narrow gorges. / / quent 
There is thus a series of rock barriers: the Oh and d 
“risers’’ of the steps, and the “ treads” J trains 
themselves are liable to sudden and _ nar- maste 
row constrictions. f = a the ne 
The first step of the Albula Valley, up av \ Oo tic of 
which the line now runs, is encountered 2 | = = " disc 
beyond Thusis, forcing the line to ascend c= ate S 2 limits 
at the ruling gradient of 1 in 40 to Sils os az $ 5 tions, 
and thence largely in tunnels carved out oe a a = Statior 
cf the gorge walls as far as Tiefencastel, @ ZQ = ri except 
where the valley opens out again. Tiefen- 2 m5 oe i equipr 
castel is the next place of consequence M4 =< So =2 electri 
heyond Thusis and is the point where the 23 va Ea the m 
postal motor service between Chur and the st 
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St. Moritz, via the Lenzerheide and Julier 
passes, crosses the railway. Connections 
are made with this service, and consider- 
able interchange of passengers and mail 
is involved. For the next five miles, by 
climbing steadily at 1 in 40 the line is 
able to gain height relative to the river. 
The tributary valley of the Landwasser is 
crossed by the famous viaduct 212 ft. high, 
the crossing Of which is all the more im- 
pressive by its situation immediately be- 
tween two tunnels. The line from Davos, 
following the Landwasser, joins the main 
line in a trailing direction at Filisur. 

In spite of an increase in gradient to 
1 in 29, the line is no longer able to keep 
pace with the increasing steepness of the 
valley floor, and spiralling is resorted to. 
Between Filisur and Bergiin there is a 
single complete spiral, largely in tunnel. 
From the latter station to Preda. a differ- 
ence in elevation of 1,350 ft. must be over- 
come in four miles in the direct line. The 
line doubles back on itself by means of two 
spiral tunnels above Bergiin and then 
crosses backwards amd forwards across the 
valley by means of four viaducts and three 
spiral tunnels, increasing the track mile- 
age to 93. Immediately beyond Preda the 
line enters the Albula Tunnel, 33 miles 
long, under the watershed. The summit 
of the line, 5,998 ft., within the tunnel, is 
the highest one in the Alps. 

From the eastern portal it is a_ short, 
easy run down to Bevers, the junction with 
the Lower Engadine branch which fol- 
lows the Inn as far as Schuls-Tarasp, 31 
miles downstream. Samaden, the next 
station, is the junction for Pontresina and 
the locomotive depot. 


The Bernina Line 

The Bernina is a 374-mile line, built by 
an independent company and _ opened 
throughout in 1910. It was worked electric- 
ally from the start, using d.c. at 1,000 volts. 
It crosses the Bernina Pass and then des- 
cends to Tirano. Alp Griim, 3} miles from 
Poschiavo in a direct line, is also 3,500 ft. 
higher. The descent involves long stretches 
at | in 14, making it the steepest adhesior- 
worked line in the world. The Bernina 
Railway connects at Tirano with an 
Italian private line, the Ferrovia Alta Val- 
tellina (Upper Valtellina Railway), which 
connects with the Italian State Railways 
at Sondrio about 16 miles beyond Tirano, 

Returning to Chur, the Davos line leaves 
the opposite end of the station, which is 
thus a through one, although all trains ter- 
minate here. The line runs parallel with, 
but at some distance from, the standard- 
gauge line as far as Landquart. Here are 
the repair shops, capable of carrying out 
extensive rebuilding of locomotives. The 
station is common with the Federal station, 
and immediately beyond the line bears 
away from the Rhine to enter the narrow 
Pritigau Valley to reach Klosters and 
Davos, where end-on connection is made 
with the line from Filisur. 

The Rhaetian Railway is single track 
throughout, though passing loops are fre 
quent. The signalling system is simple 
and does not involve the use of tokens, as 
trains are under the control of station- 
masters and signalled from one station to 
the next on the large bells so characteris- 
tic of Swiss railways. A single rotating 
disc signal controlling entry to station 
limits is the only fixed signal on most sta- 
tions. Only five dispersed stations and the 
Stations between Chur and Thusis, with the 
exception of Reichenau and Thusis, are 
equipped with colour-light signalling and 
electrically-locked frames. On this section 
the main line is aligned straight through 
the station with a passing loop on either 
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side. Platforms are provided only at the 
principal stations. 

In 1945 there were 35 electric locomo- 
tives, and nine steam locomotives were re- 
tained for emergencies. One of the latter 
is sometimes in steam for shunting at Chur 
and Landquart. The principal trains 
on the Albula and Chur-Davos § sec- 
tions are handled by the 15 series 401 
articulated locomotives of the C-C type, 
built by the Swiss Locomotive Company 
of Winterthur in the early 1920s, and with 
electrical equipment by Brown Boveri of 
Baden. The secondary and branch line 
services are worked’ by the 17 locomotives 
of the 1-D-1 and 1-B-1 types. There are 
also 3 C type shunting engines. The Arosa 
and Bernina lines are usually operated by 
double-bogie composite motor coaches. 





Train near Klosters. 


Bow collectors are in use on the Bernina 
line and pantographs elsewhere. In 1939 
four motor-coaches were introduced on the 
lines of the former Rhaetian Railway. 
These motor-coaches are of the single- 
phase a.c. system and therefore they can 
run only on the lines of the former 
Rhaetian Railway. 

Although all motor coaches may be 
driven from either end, they are not 
equipped for multiple-unit operation, and 
when used in pairs must have a motorman 
in charge of each. They must also run 
round their trailers, which are of ordinary 
coaching stock, at terminal points. A 
feature of the new cars is the controller, 
shaped like a road vehicle steering wheel. 

Four double-bogie locomotives, some- 
what similar to the Federal Re4/4 
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type have also been put into service 
since the war. 

A few units of the original four- 
wheel coaching stock survive on second- 
ary services, but most of the 249 
coaches are of the bogie type, mainly 
with open-end platforms, but for main 
line trains they have enclosed vestibules 
and bellows-type gangways. The third 
class coaches, in spite of the narrow gauge, 
seat two persons in comfort on either side 
of the central gangway. There are five 
dining cars, originally owned by the Ger- 
man firm of Mitropa, but now taken over 
by the Rhaetian Railway. In 1945 there 
were 858 goods and 56 service vehicles. 

An analysis of the summer, 1948, time- 
table is shown in the accompanying 
diagram. The figures show the maximum 
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number of regular daily services on any 
particular section, while those in brackets 
indicate the number of those services 
which are operated only during the sum- 
mer months. There are five restaurant car 
expresses each way between Chur and St. 
Moritz, taking 2 to 24 hr, for the 55-mile 
journey. inclusive of about seven stops, 
so that speeds are not excessive, seldom 
exceeding 30 m.p.h. To connect with the 
Calais and Paris sleepers leaving Chur at 
18.03 a first and second class service leaves 
St. Moritz at 15.30, running non-stop from 
Samaden to Chur, the only train to 
do so. There is no balancing service, and 
the coaches are attached to the 12.27 
express from Chur to St. Moritz. 
Conneciion is given only during winter 
for the trains from Calais because English 
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people prefer to go to the Bernese Ober- 
land and to Lucerne in summer, a pity 
because the Grisons are very beautiful in 
summer. Last winter the connection 
was given at Landquart and the train 
ran via Davos-Filisur to St. Moritz, 
stopping only at Klosters, Davos-Dorf, 
Davos-Platz, Samaden, Celerina, and 
St. Moritz with the following timings :— 
Landquart dep. 12.44, Klosters dep. 13.32, 
Davos-Dorf dep. 13.58, Davos-Platz dep. 
14.06, Samaden dep. 15.28, Celerina dep. 
15.34, St. Moritz arr. 15.38. There are 
three expresses each way on the Davos line, 
but these stop at all stations between 
Chur and Landquart, and there is one 
semi-fast on the Lower Engadine line. 
The most interesting service is the 
“Glacier Express,” a through train from 
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Chur to Brigue via Disentis. This con- 
veys a restaurant car between Chur and 
Oberalpsee, where the east- and west- 
bound services cross, and through coaches 
from St. Moritz to Zermatt. The service 
is operated in the height of summer only 
and to the following timetable :— 


St. Moritz a ... dep. 8.00 arr. 17.28 
Chur PAS ion ... dep. 10.02 arr. 15.10 
Reichenau se ... dep. 10.22 arr. 14.57 
Disentis ... we «- arr. 11.40 dep. 13.45 

dep. 11.52 arr. 13.35 
Brigue ... a wo» arr. 15.45 dep. 9.50 

dep. 16.06 arr. 9.45 
Zermatt po oo, ier. Tae dep. 8.05 


Except for the expresses, trains call at 
all stations. The average express on the 
Albula line loads to seven coaches, a 
restaurant car, a baggage van and a mail 
van, ten bogie vehicles in all, and is hauled 
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throughout by a single locomotive of the 
401 series. In addition to mixed traing, 
freight trains are run on all lines. As all 
vehicles are equipped with continuous 
brakes, this presents no difficulties, and 
goods brake vans are not used. Combined 
centre buffers and drawgear are provided, 
with side chains as a safety measure. 
The officers of the Rhaetian Railway 
are: Dr. P. Buchli, Manager, who took 
office on June 30, 1949, in place of Dr. £. 
Branger, retired; Dr. H. Zitt, Superinten- 
dent of Operation; Dr. R. Metzger, 
Manager of Commerce, Accounts & 
Material; Mr. H. Conrad, Chief Engineer; 
Mr. J. Bertschmann, Chief Mechanical 
Engineer; and Dr. O. Wieland, Secretary 


& Chief Law Officer. 


Fifty-four stations employ a staff of only 
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the one man; 22 employ 2; 4 employ 3; 5 
ns, employ 4, and 18 employ 5 or more. On 
all engines and motor coaches, without excep- 
US tion there is regularly only one driver and 
nd no assistant. Where two men have been 
ed seen in the driver’s cabin the explanation 
ed, is that a young driver was under instruc- 
tion or the second man was an inspector 
ay or © chief driver.” 
ok \part from the staff of the mail-cars and 
E. restaurant-cars and the driver, the staff 
“N- of the trains consists of two men on fast- 
er, trains during the period of higher traffic 
& in summer and winter and on the freight- 
cr, trains. Most of the other trains are staffed 
cal only by one man. In summer time the 
ary railway is short of staff for the trains and 
then employs schoolteachers as auxiliary 
aly staff. These schoolteachers are not 
occupied in school during the summer be- 





cause then the whole population lives on 
the Alps, the villages are nearly empty, 
and so the teachers have no opportunity 
of teaching. 

On Sundays, Ascension Day, and Whit 
Monday, from April 24 to and including 
June 6, 1949, the following special “ Blos- 
som Excursion ” Sunday tickets were issued 
from Davos-Platz, Davos-Dorf, and Davos- 
Wolfgang to: 

Second Third 


from 
Return class* —class* 


Malans... .» Maienfeld... «» $2.10 8.70 
or Landquart 
Malans... .-. Bad Ragaz ... -- 12.25 8.80 
or Landquart 
Bad Ragaz_ ... Bad Ragaz ... oo B26 
Sils (Dom- 
leschg) ... Rodels-Realta,or | 
or Thusis (via Rothenbrunnen(via 
Filisur) Filisur)... «» 10.20 7.30 


*Children between 
6 and 1/6 years, 
half price. 
These tickets were valid for departures 
on all trains leaving the Davos stations 
before noon and for return by any train. 





Bedroom in coach for passengers injured while skiing 





Dining car interior 
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The Rhaetian Railway 
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Bernina line train crossing the Bernina Pass in winter 
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The Rhaetian Railway 
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Train traversing the spirals in the Albula Valley near Bergiin 
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Langwies Viaduct, Chur-Arosa section 
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Training Centre for London Transport Canteen Staff 
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Catering instruction at a new centre, which 
also incorporates a modern staff canteen 


AS compared with before the war. when 

it had 113 canteens serving 42,000 
meals daily, London Transport now has 180 
canteens serving more than 140,000 meals 
a day. The canteens, which are operated 
by the Welfare Department, are not run 
for profit. London Transport bears the 
initial cost of providing buildings, supply- 
ing and replacing heavy equipment and 
furniture, and in addition contributes to 
the cost of the main services; after that 
the canteens have to pay their way. Run- 
ning expenses, such as the cost of food 
and drink in bulk, the normal replace- 
ment of utensils, and the wages of the 
canteen staff, are met out of the canteen 
working account. 

Appointments in the canteen service 
usually are filled by internal promotion. 
Women staff begin as kitchen assistants, 
and the order of promotion is to counter 
assistant, cook, and stewardess. Steward- 
esses are each responsible for the smooth 
working of a canteen. 


Site of New Centre 


A modern canteen staff training centre 
recently was opened. by London Transport 
next to Baker Street Station, as recorded 
in our July 29 issue. The Baker Street 
site was chosen both because of its central 

position and its proximity to an important 
interchange station, where a staff canteen 
was needed. 

The centre occupies the first floor of the 
new building. It is in two main. divisions 

the general demonstration kitchen, and 
the pastry demonstration kitchen, each 
with an adjoining classroom, enabling both 
theoretical and practical training to be 
given. Folding doors between the class- 
rooms and intersecting corridor can be 
opened to enable them to be used as a 
single unit if required. The best use is 
made throughout of natural light by 
means of large windows and glass bricks. 
This, with the high-standard ventilation 
and heating, ensures good working con- 
ditions under which staff can be trained 
in all branches of canteen catering. 

As the general kitchen is fitted with the 
latest standard equipment of London 
Transport canteens, and a display room has 


been provided with specimens of all other 
types still in use, students will be able io 
familiarise themselves with all types of 
equipment likely to be met when they are 
allocated to canteens. 

Courses vary in length from one to eight 
weeks and are run by a chief instructor 
and four assistant instructors, and lectures 
are included to give background knowledge 
of the traditions and organisation of Lon- 
don Transport, the function of the welfare 
department, the canteen system, conditions 
of service, wages, hygiene, first aid, and 
fire precautions. Refresher courses are 
given for canteen staff recruited during 
the war, and evening classes in domestic 
cookery are available for junior members 
of the staff. Other courses include :— 

Kitchen Assistants—A one - week 
course that includes the care and cleaning 
of kitchen equipment and utensils; clean- 
ing and preparation of vegetables; pre- 
paration of beverages; visits to the central 
catering stores. 

Counter Assistants—A two - weeks’ 
course covering instruction in cooking 
simple prepared snacks; making tea, coffee 
and cocoa; the use of cash registers, and 
stock sheets and other forms; simple food 
regulations; the prices and sizes of 
portions; practical canteen experience and 
serving meals. 

Cooks.-—An eight-weeks’ course includ- 
ing lectures, demonstrations and practical 
work in the kitchens; kitchen routine, 
handling of foodstuffs, correct weights and 
sizes of portions; theory of cookery and 
practical, tests. 

Prospective Stewards & Stewardesses.— 
A two-weeks’ course including canteen 
operation, handling cash, dealing with 
accidents and complaints; organisation in 
the canteen, staff rotas and other matters 
affecting staff; menu planning; ordering, 
receiving and care of goods; general re- 
fresher lessons in cookery. 

The new canteen, which seats 158 
persons, occupies most of the ground floor 
of the building, and is entered at basement 
level from a footbridge over the Metro- 
politan Line tracks; next to it are the 
steward’s office, kitchen staff room, and 
dry and cold storerooms. A feature of 
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this canteen is the steam-heated service 
counter, designed for speedy service on 
cafeteria lines, with food on sale 
hygienically displayed behind glass. 

The site of the building slopes down 
to a retaining wall beside the Metropolitan 
Line. is of difficult shape, limited in size, 
and raised many problems of construction. 
However, the advantages of position were 
considered to outweigh the drawbacks of 
the expensive foundations and other con- 
structional work involved. 

The building is steel-framed throughout. 
Additional floor space has been secured 
by cantilevering part of the rear of the 
building over the railway, and provision 
has been made for another storey to be 
added should this become necessary in the 
future. 


Heating and Ventilation 

Heating throughout the building is pro- 
vided by radiant panels in the ceilings. 
Water, heated by steam from the Chiltern 
Court boiler house, is pumped through 
pipes embedded in the 14-in. thick plaster 
ceilings, transforming them into large 
radiators. This was done not only for 
efficiency, but also to avoid encroaching 
on valuable floor space with radiators, an 
important consideration in view of the re- 
stricted building area. All heating is 
thermostatically controlled, and several 
areas in the main canteen are each inde- 
pendently controlled to enable an even 
overall temperature to be maintained. 

Ventilation is balanced; filtered warmed 
air is introduced at a number of points 
and spread by wide diffusion nozzles in the 
ceilings. Vitiated air is mechanically ex- 
tracted, with particular attention being 
given to the areas round the cooking equip- 
ment. The air is changed ten times an 
hr. in the canteen, but in the main kitchen 
can be changed up to forty times as re- 
quired, the number of changes being 
regulated by a push-button control in the 
kitchen. 

All heating and ventilation machinery 
is controlled from a panel in the basement, 
on which the temperatures in different parts 
of the building can be read. It is also 
possible to set the temperature level of the 
training school separately, so that fuel can 
be saved when it is out of use. The main 
ventilation plant is situated in the base- 
ment, with two small additional ventilation 
chambers at roof level. A total of 10;000 
cubic ft. of fresh air is supplied every 
min., equivalent to 20 tons per hr. Light- 
ing generally throughout the building is 
fluorescent, with half the number of tubes 
warm white and the other half natural. 

The general contractors for the building 
were Charles Booth & Son. Other con- 
tractors included :— 


Carter & Co. (London) Ltd., Tiling 

Mosaic & Terrazzo Precast Company, Terrazzo 

D. Burkle & Son Ltd., Folding doors 

Cellulin Flooring Co. Ltd., Linoleum 

Richard Crittall & Co. Ltd., Heating and ventilation 
W. M. Wadsworth & Sons Ltd., Goods lift 


The main contractors for the equipment 
were Crittall Kitchen Equipment Co. Ltd. 
and among other contractors were:— 


Brett Daniels Limited, Cold room 

Marco Refrigerators Limited, Refrigerator 

Jackson Boilers Limited, Tea-making boilers 

W. M. Still & Sons Limited, Tea-making boilers 

Trews (Croydon) Limited, Students’ cabinets 

Imperial Machine Company, Potato-peeling machine 

Permutit Co. Ltd., Water softeners 

Gardner & Gulland Limited, Canteen service counter 

Aluminium Castings Co. Ltd. (Greenock), Aluminium 
utensils 

Cox & Co.(Watford) Ltd., Dining room chairs 

Cave Limited, Dining room tables 

Peerless & Ericsson Limited, Mixer 

Cimex Limited, Floor-cleaning machine 

Bentley Limited, Classroom furniture 

Sissons Limited, Sinks 

Gledhill & Sons Limited, Cash registers 
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Strengthening of Braidhurst Viaduct, 
Scottish Region 


Interlacing of tracks during the first 
heavy repairs to a 90-year-old structure 


BRAIDHURST Viaduct, situated about 

one mile north of Motherwell Station, 
carries the main line from Carlisle to Perth 
over the valley of the White Calder Water. 
The railway was authorised under the Cale- 
donian Railway Act of 1854, and was 
opened for traffic on October 8, 1857. The 
viaduct, which is built entirely of sand- 
stone, stands on a curve of 4,600 ft. radius, 
and it has nine semi-circular arches of 60 ft. 
clear span. Its length is 644 ft. The maxi 
mum height from the river to rail level is 
100 ft. Between the outer spandrel walls, 
which carry the parapet walls, there are 
four inner longitudinal walls, running 
from crown to crown of each arch. The 
five voids between the walls are covered 
with sandstone slab decking 10 in. thick 
which carries the ballast and the perma- 
nent way. 

It is a tribute to the sound design and 
construction of the viaduct that no heavy 
repairs were necessary for nearly 90 years 
after it was opened. About ten years ago, 
however, some movement was observed in 
the outer spandrel walls; the parapet walls 
were out of alignment, with loose stones 
at the refuges, and some slabs of the deck- 
ing were broken. These broken slabs 
allowed ballast to fall into the voids below 
and choke the drains. Plans for strength- 
ening and repairing the viaduct were pre- 
pared. The outbreak of war in 1939 
caused this work to be postponed, but as 
a temporary expedient both tracks were 
strengthened with rails and supported over 
the whole length of the viaduct, and the 
deterioration of the structure was checked. 

Extensive repairs and strengthening of 
the viaduct have just been completed. The 
parapet walls and refuges on both sides 


were renewed; the void 
next to each spandrel 
wall was filled with 
concrete; the inner 
walls were repointed; 
and the remaining 
voids cleaned out and 
re-drained. In addition, 
a reinforced concrete 
mat, about 15 in. 
thick, was laid over 
the full width and 
length of the viaduct 
to tie the outer span- 
drel walls and carry 
the ballast and tracks. 
Over the outer span 
drel_ walls, the con- 
crete was carried up to 
12 in. above rail level, 
and its outer face 
finished in blue brick. 
9 in. to 14 in. thick, 
keyed to the concrete. 
A tubular handrail 
2 ft. 6 in. high was 
fixed on the outside of 
the walls, and a con- 
tinuous walkway 
2 ft. 6 in. wide pro 
vided on both sides of 
the viaduct. 

The viaduct carries a heavy traffic, both 
by day and by night, but the close co- 
operation of the Operating Department in 
making alterations in the timetables, 
enabled the engineers to have full posses- 
sion of one track for the duration of the 
work and of both tracks at weekends. The 
absolute possessions lasted from midnight 
on Saturdays until 3 a.m. on Mondays. 


Braidhurst 


‘August 5, 1949 


View of the inner and outer voids on ihe up side of 


Viaduct and beginning of interlaced 


tracks at the Motherwell end 


To reduce the traffic operating difficulties 
to a minimum, it was decided to interlace 
the tracks through the 700-ft. bottleneck, 
and to allow trains 3 min. to pass over the 
viaduct. 

On Sunday, January 23, the tracks were 
interlaced on the north (or up line) side 
of the viaduct. On successive Sundays, the 

(Continued on page 167) 


Work in progress on the strengthening of Braidhurst Viaduct near Motherwell 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. F. M. Khan, General Manager of 
the North Western Railway, Pakistan, who 
has recently been in London, has left for 
a visit to the Continent before returning to 
Pakistan. 


Mr. S. M. Hasan. hitherto Chief 
Engineer, North Western Railway. Paki- 
stan, has been appointed Director, 
Establishment, Railway  Divi- 

sion, Ministry of Communica- 

tions & Railways, Pakistan. 


Mr. P. C. Mukerjee has re- 
linquished the posi of General 
Manager, Bengal Nagpur Rail- 
way, on being appointed 
General Manager of the new 
Locomotive Manufacturing 
Workshops in West Bengal. 
ir. P. C. Bahl has relinquished 
his position as Chief Admini- 
stiative Officer, Eastern Punjab 
Railway, on taking over as 
General Manager, Bengal Nag- 
pur Railway. 

Mr. B. K, De has been ap- 
pointed Commercial Traffic 
Manager, Bengal Nagpur Rail- 
way, in place of Mr. S. N. 
Gupta, who is retiring 


Mr. C. F. Tyndall, 
Mechanical Engineer & Run- 
ning Superintendent, has been 
appointed Chief Motive Power 
Engineer of Coras lompair 
Eireann (Irish Transport Com- 
pany). 


The 
Laverstoke, 
Chairman of 
ern Railway 
£2,122,238 
£1,569,415). 


hitherto 


late Viscount Portal of 
who was the last 
the Great West- 

Company, left 
(duty paid, 


Sir William J. Larke has been 
elected President of the British 


Stanuards Institution, in 
sion to Lord McGowan. 
_ Mr. F. M. Williams, Reliev- 

ing System Manager, South 

African Railways, has retired. 

_Sir Geoffrey Heyworth, 

Chairman of Lever Brothers & Unilever 
Limited, has been elected President of the 
Royal Statistical Society. 


succes- 


Mr. Alfred Waller, who has represented 
the Anglo-Argentine Tramways Company 
in Buenos Aires for many years, has been 
appointed a Director of the company. 


COLONIAL RAILWAY APPOINTMENTS 

Mr. C. E. Brendish to be Electrical 
Engineer, Nigerian Kailway. 

Mr. C. W. Putsey, District Treffic 
Superintendent, Nigerian Railway. to be 
Assistant Traffic Manager. 

_ Mr. J. Taylor, Assistant Traffic Super- 
intendent, Palestine Railways, to be Assis- 
tant Traffic Officer, Nigerian Railway. 

Mr. J. R. J. Pett to be Senior Assistant 

Works Manager, Nig¢rian Railway. 
_ Mr. E. H. Spendlove, Assistant Locomo- 
tive Superintendent, Gold Coast Goveri- 
ment Railway, to be Senior Locomotive 
Superintendent. 


Mr. Akhil Chandar Chatterjee, O.B.E., 
who, as recorded in our July 29 issue, has 
been appointed General Manager of the 
Great Indian Peninsula Railway, was born 
in 1895, and entered Indian State Railways 
service in 1917 in the traffic and com- 
mercial branch. In 1935 his services were 
lent to the Defence Department, and until 
1939 he was responsible for troop move- 
ments throughout India. Later he was one 
of the team which during the war arranged 


Mr. A. C. Chatterjee 


Appointed General Manager, Great Ind:an 
Peninsula Railway 


for the movement of military personnel 
and stores in India and to all theatres froin 
India, and particularly the large rail and 
river lift into Assam in the war against the 
Japanese. Mr. Chatterjee was released 
from nis duties with General Headquarters 
in 1946, and in recognition of his services 
was made an Oflicer of the Order of the 
British Empire. Ia December, 1946, he 
was appointed Divisional Superintendent, 
North Western Railway, Rawalpindi, and 
he became Chief Operating Superintendent 
of that railway a month later, He neld 
the post of Director (Transportation), Rail- 
way Board, for a short period ai the time 
of the partition of India in 1947, and was 
transferred in March, 1948, as Chief 
Operating Superintendent of the Great 
Indian Peninsula Railway. 

Before leaving Wolferton Station, Nor- 
folk, for London on August 2, the King 
and Queen thanked the Stationmaster, Mr. 
F. A. Jordan, for his services to the Royal 
Household, and the King presented him 


with a pair of gold and enamel cufflinks. 
Mr. Jordan is to retire next month after 
being Stationmaster at Wolferton for 16 
years. 
PRESENTATIONS TO Mr. C. H. SUTHERLAND 
The recent retirement of Mr. C. H. 
Sutherland, Accountant of the London 
Midland Region, British Railways, was 
made an occasion to give expression to 
the high esteem in which he is held by his 
staff in London and at The 
Grove, Watford, when he was 
presented with a gold wristlet 
watch, and a handbag for Mrs. 
Sutherland. Many tributes were 
paid to him and good wishes 
were expressed for his happy 
retirement. Mr. Sutherland was 
also presented by his Assistants 
with a fitted picnic basket. 
Appreciations of Mr. J, A. Kay 

The following are apprecia- 
tions of ihe Jate Mr. J. A. Kay, 
Euitor of Jhe Railway Gazetie, 
1¥10-49, turther to those 
aiready published :— 

The passing of Mr. Kay has 
created a gap in the worid ot 
transport which will not soon 
be fined. We who knew his lite 
and work will miss him greatly. 
Please accept my sincere sym- 
pathy with the entire staff of 
your oOrganisation.—JESUS DE 
LA Fuenre, Spanish National 
Railways, 


1 want to express my deepest 
sympathy on the sudden death 
ot Mr. J. A. Kay, and the great 
loss suffered by The Railway 
Gazette. His name will always 
be honoured by those German 
railwaymen who had the oppor- 
tunity of following his lifelong 
activity as a journalist. The pro- 
duction of the Overseas Num- 
ber was a journalistic achieve- 
ment no railwayman in the 
world will ever forget. His visit 
to Cologne will always be one 
of the best and most charming 
memories I ever experienced.— 
Dr. Kart Remy, Divisional 
Manager, German State Rail- 
way, 


After 
technical 


many years of isolation from the 
papers of foreign countries, I 
recently was able to obtain some copies 
of your esteemed magazine; but the joy I 
felt in anticinvation of the interesting 
reading was painfully damped by the 
news | was to find in that of July 15, 
1949, of the death of your Editor, Mr. 
J. A. Kay. It was in the summer of 
1937 when the British Institute of Trans- 
port, towards the end of a tour through 
Germany, visited Coblenz, where at that 
time I was in charge of the Reichsbahn 
traffic division. At the banquet given in 
the Institute’s honour in the Riesen- 
Fiirstenhof Hotel I had the privilege of 
sitting near Mr. Kay, who sent to me 
personally, with kind words of gratitude, 
a copy of the report on the tour of the 
Institute, after his return to England. I 
beg you to accept my deepest sympathy 
on the occasion of the death of so pro- 
minent a - man. — OBERREICHSBAHNRAT 
WERNER HEvBEL, of the German State 
Railway Divisional H.Q. at Kassel. 
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Mr. H.’A. Alexander, M.I.C.E., who has 
retired from the position of Divisionai 
Engineer, Bristol, Westcin Region, British 
Railways, after nearly 50 years railway 
service, joined the staff of the Chief Engi- 
neer, Great Western Railway, in 1899, and 
was einployed in various capacities on new 
works until 1914, In that year he was lent 
to the War Office. He went to France in 
1917 as Captain in the Royal Engineers 
was mentoned in despatches, and was 
appointed Stafi Major in 1919. He re- 
turned to the Great Western Railway in 
1920. becoming Resident Engineer in 
charge of the Falmouth branch deviations 
in 1921, and later was Kesident Engineer 


on the Ciydach, Pontardawe and 
Cwmgorse railway and the River Neath 
bridge. He was appointed Assistant Divi- 


sional Engineer at Gloucester in 1924, and 
was transferred to Neath in 1926 in a 
similar capacity, He became Divisional 
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special training scheme. He was appointed 
Chief Staff Clerk at Newport in 1932, and 
later became Chief Rates Clerk in the 
same office. In 1937 he was appointed 
Goods Agent at Slough, and later held a 
similar appointment at Handsworth and 
Smethwick. In 1942 Mr. Havers became 
Chief Clerk to the Goods Superintendent, 
Bristol, and, in 1944, Chief Clerk to the 
District Goods Manage, Birmingham. He 
served as Goods Agent at Birkenhead and 
Liverpool in 1946, and went to Padding- 
ton in 1947 as Assistant Development 
Agent in the Chief Goods Manager's (now 
Commercial Superintendent's) Office. He 
is a Member of Council of the Institute of 
Transport, and serves on the Examinations 
Committee. He has always been keenly 


interested in railway educational matters, 
and is a Brunel Medallist of the London 
School of Economics and a Silver Medal 
list of the Institute of Transport. 
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Mr. Strafford took charge of the Trains 
Office, Euston, under the Divisional Super- 
intendent of Operation, Crewe; and he re- 
mained in that position until January, 1940, 
when he was appointed District Controller, 
Rowsley. In 1944 he became District 
Controiler, Carlisle; in 1946, District 
Operating Manager, Crewe; and, in 1948, 
District Traffic Superintendent, Carlisle 
Mr. K. R M. Cameron, BSc. 
M.l.Loco.E., who, as recorded in our 
July 8 issue, has been appointed District 
Motive Power Superintendent, Gorton, 
Eastern Region, British Railways, gra idu- 
ated as B.Sc. with first class honours in 
Mechanical Engineering at Glasgow Uni- 
versity, and obtained the Diploma of the 
Royal Technical College with Distinction 
in Mechanical Engineering Design. He 
joined the L. . S.R. at St. Rollox Works 
in 1925, and, after serving in the various 


Mr. H. A; Alexander Mr. E. Havers Mr. T. P. Strafford Mr. K. R. M. Cameron 

Divisional Engineer, Bristol, G.W.R., Appointed District Goods Super- Appointed District Operating Super- Appointed District Motive Power 

and Western Region, British intendent, Reading, Western intendent, Leicester. A Superintendent, Gorton, Eastern 
Railways, 1937-49 Region, British Railways Region, British Railways Region, British Railways 


Engineer, Central Wales Division, in 1931, 
and went in the same capacity to Taunton 
in 1932, and to Bristol in 1937. Mr. 
Alexander’s family has seen a total of 
nearly 200 years of railway service. During 
the recent war three of his sviis saw ser- 
vice in the Royal Engineers, and a fourth, 
who died on active service in the North 
Atlantic, was in the Fleet Air Arm. 





Sir Harold Hartley, Chairman of the 
British National Committee and_Inter- 
national Executive Council of the World 
Power Conference, has accepted the Chair- 
manship of the Electricity Supply Researci: 
Council, set up by the British Electricity 
Authority. Other members who have 
accepted invitations to serve are Sir 
Edward Appleton, Professor F. E. Simon, 
Sir David Brunt, Professor H. W. Melville, 
Sir Geoffrey Taylor, Mr. V. A. Pask and 
Mr. C. W. Marshali. Additional nomina- 
tions will be made to represent the Elec- 
tricity Boards. 





Mr. E. Havers, A.M.Inst.T., who, as 
recorded in our July 22 issue, has been 
appointed District Goods Superintendent 
at the newly-opened district office of the 
Western Region, British Railways. at 
Reading, entered Great Western Railway 
service in the District Agent’s Office at 
Norwich in 1913. He served in the R.F.C. 
in the 1914-18 war, first as a despatch 
rider and later as a flying officer. After 
the war he rejoined the G.W.R.. in the 
Chief Goods Manager’s Office at Padding- 
ton, and in 1921 was selected for the 


Mr. G. L. Darbyshire, Chief Regiona\ 
Officer, recently invited the six members 
of the staff of the London Midland Re- 
gion, British Railways, who have been 
elected as Mayors of English boroughs this 
year to an informal luncheon at Euston 


Hotel. Other officers of the Region were 
also present, to offer their personal good 
wishes. The six Mayors are Messrs. R. J. 


Jones, Stationmaster, Llandudno Junction 
(Mayor of Conway); D. J. S. Meadows, 
signalman (Mayor of Rotherham); W. 
Evanson, machinist (Mayor of Newcastle- 


under-Lyme): C. F. Bowmer, assistant fore- 


man (Mayor of Derby}, C. Blaber, clerk 
(Mayor of Poplar); B. Reynolds, clerk 
(Mayor of Chester), 

Mr. T. P. Strafford, Distric’ Traffic 


Superintendent, Carlisle, London Midiand 
Region, British Railways, who, as recorded 
in our June 10 issue, has been ap- 
pointed District Operating Superintendent, 
Leicester, joined the L.N.W.R. in 1919 as 
a probationer. After experience in the 
Commercial and Op erating Departments at 
numerous stations, in the District Goods 
Manager’s Office, Broad Street, and the 
District Superintendent’s Offices, Euston 
and Manchester (Exchange), he was trans- 
ferred, at the time of the amalgamation, to 
ihe Control Office, Kentish Town, L.M.S.R. 
After occupying various posts in control 
offices and divisional offices, he held ap- 
pointments as Assistant District Controller 
at Barrow-in-Furness (1931-32), at Chester 
(North Wales & Joint District) (1932-36), 
and at Liverpool (1936-38). Early in 1938 


shops and drawing office, was appointed 
Assistant Foreman, Locomotive Erecting 
Shop, Crewe, in 1931. He was transferred 
to Derby as Technical Assistant. Central 
Order Office, in 1934, and a year later re- 
turned to Scotland as Maintenance Assis- 
tant to the Superintendent of Motive 
Power, Glasgow. In 1939 he took charge 
of Carstairs Motive Power district, but 
was called to H.M. Forces on the out- 
break of hostilities. On his return fiom 
overseas in 1945, he was appointed Dis- 
trict Locometive Superintendent, Perth, 
and in 1946 was promoted to a similar 
pesiticon at Corkerhill, Glasgow. With 
the re-organisation consequent on_ the 
formation of the Scottish Region of British 
Railways he was_ re-designated District 
Motive Power Superintendent, Ayr, on 
January 1, 1949. Mr. Cameron, who had 
been commissioned in the Supplementary 
Reserve, Royal Engineers, in 1931, 
became, on mobilisation, Electrical & 
Mechanical Officer at the Shoeburyness 
Experimental Establishment. Proceeding 
to Egypt in 1941, he took command in 
the rext year of the Military Railway 
Workshops at Jaffa, Palestine, and in 1944 
was promoted Lt.-Colonel commanding 
No. 2 Railway Workshop Group. In 1945 
he became Assistant Director of Trans 
portation (Mechanical), Railways & Docks, 
Middle East Command, from which posi- 
tion he returned to railway service on 
demobilisation. He is now a Lt.-Colonel 
in the re-constituted R.E. Supplemeritary 
Reserve, and commands No. 80 Railway 
Workshop Regiment. 
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Ministry of Transport Accident Report 
Stockport, London Midland Region, 


British Railways : 


Lt.-Colonel G. R. S. Wilson, assisted by 
Lt.-Colonel D. McMullen, Inspecting 
Officers of Railways, inquired into the 
collision which occurred at about 7.39 
p.m. just south of Heaton Norris Station, 
Stockport. The 5.40 and 5.50 p.m. com- 
bined double-headed passenger train, 
Manchester to Buxton, left Heaton Norris 
Station against the up fast starting signal 
and overtook, at a speed of 10 to 15 
m.p-h., the 5.11 and 5.17 p.m. combined 
passenger train, also double-headed, Man- 
chester to Crewe and Disley, standing at 
the home signals for Stockport No. 2 box, 
the block post in advance. The standing 
train was on a track circuit holding the 
up fast block, which locked the starting 
signal in rear. This equipment was in 
proper order. It was dark, with an ex- 
ceptionally dense fog, thought by some to 
be the worst in their experience, with 
visibility at times almost nil. 

The tenth and eleventh coaches of the 
stationary train were telescoped; five pas- 
sengers lost. their lives and five were 
seriously injured. A further 21 and a 
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November 30, 1948 


RULE 39.—(a) When a stop signal is at danger the 
stop signal next in rear of it worked from the same signal 
box must not be lowered for an approaching train until 
the train is close to such signal and has been brought 
quite, or nearly, to a stand. 

Where, however, the signalman is unable to comply 
with Rule 65 and satisfy himself that the stop signal 
controlling the entrance to the section ahead is at 
danger, the stop signal next in rear must not be lowered 
for a train to draw forward to await acceptance from the 
signal box in advance, except as laid down in Rule 81, 
clause (h), or during fog or falling snow when a fog 
signalman is on duty at the signal controlling the entrance 
to the section ahead. 

(b) During fog or falling snow, unless track circuit or 
other apparatus is provided to avoid the necessity for 
trainmen having to go to the signal box to carry out 
Rule 55, a train must not (except where special instruc- 
tions are issued to the contrary) be drawn towards the 
stop signal controlling the entrance to the section ahead 
when such signal is at danger, except for station duties, 
shunting purposes, Or the signalman is satisfied that a 
train standing at such signal will be within his view. 

(c) The driver of any train which has been stopped or 
brought nearly to a stand in accordance with clause (a) 
must, after the signal has been lowered, draw slowly 
forward to the next signal and be prepared to stop at 
the signal box if necessary. When proceeding towards 
a signal controlling the entrance to the section ahead at 
danger, he must (except for station duties or shunting 
Purposes, or as shown below) only proceed as far as is 
necessary to leave the last vehicle well clear of junction 
points and junction crossings, and, as far as practicable, 
within sight of the signalman. 
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to a stand at No. 1 box home signal and 
drew forward to the starting signal. 

The signalman at that box, aged 63, and 
five years there, said that he replaced the 
Starting signal, being assured by the 
senior porter that the Crewe and Disley 
train had passed it, and in due course 
accepted the Buxton train. He then asked 
the senior porter to verify that the arm 
was at danger, and on being told it was 
considered he had complied with Rule 65 
and was entitled under the amended Rule 
39(a) to draw the train forward to the 
Starting signal, although the special local 
instruction applied only to trains booked 
to stop. He was satisfied that the train 
would be, as required by Rule 39(d), 
within sight when it had stopped. He 
kept the home signal at danger until a 
detonator was exploded there and, dis- 
playing a white light to the drivers, called 
out, “I have no road for you.” 

The guard alighted in the station and 
shortly after saw a porter with a white 
hand lamp. He started to go to the box, 
but heard a shout, “ Right away, driver,” 
which was repeated. He thought this was 
directed to another train, but saw his own 
move and rejoined the brake compartment 
in the fourth coach. 

Neither the leading driver nor his fire- 
man saw the home signal, but heard the 
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Diagram showing circumstances attending collision at Stockport on November 30, 1948 


guard were detained in hospital for one 
or two days. Damage to the colliding 
train was trifling and there were no 
casualties in it. 

As the collision took place on the high 
Stockport Viaduct there was no direct road 
access and the injured had to be conveyed 
along the tracks to Heaton Norris and 
Stockport Stations. Relief work was much 
impeded by the fog, which delayed the 
arrival of assistance. All the injured were 
removed by 10.15 p.m... and credit is due 
to all concerned for the way in which the 
work was handled under the very difficult 
conditions. All lines were open again 
after less than 12 hours. 

The fog had persisted with few breaks 
for several days, but had become particu- 
larly bad after sunset. The accompany- 
ing diagram shows the lines, signals, etc., 
essential to an understanding of the case. 

THE COURSE OF EVENTS 

The evidence tendered to Colonel Wil- 
son was a little involved and in part con- 
tradictory, although the principal feature 
in the case, namely, the passing of the 


Starting signal at Heaton Norris at 
danger, was not in dispute. The drawing 
forward to that signal of the colliding 


train was governed by the following rules 
and special instruction applying to Heaton 
Norris No. 1 box:— 


Rule 65 requires a signalman to ascer- 
tain, by direct view or a repeater, that a 
signal responds to its lever, and reference 
thereto was first included in Rule 39 in 
the 1947 revision, following a collision in 
a fog when a starting signal failed to go 
to danger. Rule 81 has no bearing on 
this case. 

The special 
reads: 


instruction in question 


Trains waiting acceptance during fog or falling snow, 
up line. 

An up stopping passenger train timed to do work at 
the station may be allowed to draw forward to the 
platform to do its work after the signalman has been 
informed by the person in charge of the station that the 
starting signal is at danger. It will be the duty of the 
station master to see that the signalman is informed 
when an up stopping passenger train has gone forward 
past the starting signal, and the “‘ train out of section” 
signal must not be given to the box in the rear nor the 
starting signal replaced to danger until this advice is 
received. 


Neither of the combined trains was 
booked to stop at Heaton Norris. The 
Crewe and Disley train was held for 
two or three minutes at Heaton Norris 
No. | up fast home, but when accepted 
by Stockport No. 2 it went slowly through 
the station, receiving a green hand signal, 
seen on both engines, and continuing for- 
ward to Stockport No. 2 home signal 
gantry. It remained there until struck. The 
following Buxton train was checked almost 


fogman shout “ one off” and drew slowly 
forward. They did not see the white light 
of hear the shout from the box. Continu- 
ing forward to the starting signal to pre- 
vent his train from remaining foul of a 
junction connection, the leading driver got 
down, but could not see the arm from the 
ground. The fireman could just see the 
lower distant arm to be “on” from the 
footplate. After two or three minutes 
the leading driver heard the shout of 
“Right away, driver,’ and thought it 
was repeated, but was not sure. He and 
his fireman were emphatic about the 
words used. The shout was thought to 
be from the guard, who must be return- 
ing from the box with information that 
it was in order to proceed. A “pop” 
on the train engine whistle further re- 
assured him. He felt a slight push from 
that engine, opened his regulator and was 
coasting slowly when the collision took 
place. He never connected the shout with 
any of the station staff and had momen- 
tarily forgotten that the train was at a 
platform. On reflection he realised that 
the guard would not have had time to go 
to the box. He blamed himself and no 
one else for accepting the shouted message 
without verifying its source or satisfying 
himself beyond reasonable doubt that the 
signal was clear. 
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The shout came from a junior porter, 
whom the guard had seen. The driver 
of the train engine referred to seeing a 
shadowy figure and maintained that he 
was given a green light with the second 
shout of “Right away, driver,” and his 
fireman supported him. They assumed 
the message came from the guard. This 
driver denied, however, that he opened 
his regulator before the leading driver did 
so. Neither he nor his fireman saw the 
starting signal, and he assumed the lead- 
ing driver had satisfied himself that it was 
clear. 

The junior porter, 16 years of age, with 
only 6 months service, was sharing duties 
with the porter. He appeared to be an 
intelligent lad and gave a clear account 
of his actions. He was quite confident 
of his duties in fog. He explained to 
Colonel Wilson his movements in dealing 
with a stopping train and other matters, 
and said he was sent by the porter to 
deal with what proved to be the Buxton 
train. 

He collected tickets from the few 
passengers who detrained—although it 
was not actually a stopping train—and 
from the Stockport end of the platform 
shouted, “O.K. when you are ready.” 
He could not see the engine crews. He 
said he shouted this once only and did 
not say “Right away, driver.” an ex- 
pression he had never used. He was 
equally certain that his hand lamp had at 
no time displayed a green light, and re- 
collected that the porter had _ instructed 
him never to show a green light to a driver. 
As the train moved away he saw the tail 
lamp, and when he went to the signal — 
learned that the starting signal had neve 
been cleared. 

The porter’s evidence with regard to his 
actions and the precedence of trains was 
a little contradictory, but he remained 
unshaken on the point that he followed 
the Crewe and Disley train out, reported 
the tail lamp, and subsequently the 
position of the starting signal arm. 

The Signalmen’s Inspector spoke well 
of the signalman, whom he had examined 
in February, 1948; he had not explained 
to him or other signalmen the recent 
amendment to Rule 39, which he con- 
sidered elementary. The signalman was 
entitled, he considered, under the rule to 
draw a stopping train forward to the start- 
ing signal in fog. provided he had com- 
plied with Rule 65, notwithstanding special 
local instructions, but he would not have 
been in order in drawing forward a short 
train, which would have been out of his 
sight when standing at the signal. The sig- 
nalman assured him that the senior porter 
had told him that the signal was properly 
at danger. The Divisional Signal 
Telegraph Engineer was travelling in the 
Crewe and Disley train and said the shock 

was not heavy. He verified the condition 
of the signals and apparatus in the signal 
boxes concerned and found everything in 
order. 


INSPECTING OFFICER'S CONCLUSION 

There is no doubt that the Buxton train 
entered the section irregularly against the 
starting signal, and primary responsibility 
rests with the driver of the leading 
engine, which must be shared to some 
extent by the other driver. Neither made 
a serious attempt to see the signal and both 
accepted a shouted message ‘without veri- 
fying from whom it came, as was their 
elementary duty. 

Each to some extent relied on the other, 
one thinking the “ pop” whistle meant all 
was in order, the other that the signal had 
been seen to be clear. Colonel Wilson 
found it difficult to believe that the train 
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enginemen saw a green hand signal. The 
junior porter’s denial that he showed one 
was convincing. Had he done so it was 
unlikely it could have been seen through 
20 yd. of dense fog. The leading driver 
frankly admitted his mistake and appeared 
in no way lacking in a sense of responsi- 
bility. He expressed regret at allowing 
himself to be taken off his guard. 

There is no reason to ‘disbelieve the 
guard’s evidence, and on seeing his train 
move he was entitled to assume that the 
drivers had seen the starting signal at 
clear. The junior porter had » authority 
to speak to the drivers as he did, but 
Colonel Wilson is satisfied Pho his inten- 
lon Was only to tell them that the station 
work was completed. 

The question arises whether the signal- 
man was justified in drawing the Buxton 
train forward. He was permitted to do 


so by the rules quoted above, but the 
special local instruction conflicted with 
them, confining permission to do this to 


trains booked to stop. The accident would 
not have happened had the Buxton train 
been kept at the home signal, but in all 
the circumstances the signalman cannot 
be criticised. Whatever may be the facts 
regarding the porter’s verification of the 
condition of the starting signal, there is 
no suggestion that the drivers were misled 
by a false indication. 


REMARKS 


This collision has drawn attention to 
the principles and wording of Rule 39(a). 
It became apparent during Colonel Wil- 
son’s inquiry that the second paragraph 
might be interpreted as a definite pro- 
hibition against drawing forward a train 
to a section signal at danger when there 
is no fogman there, and, as a corollary, 
the special instruction at Heaton Norris 
No. | box amounted to a relaxation for 
stopping trains only. 

Such, however, was not its intention. 
The concluding sentence was designed to 
relieve the signalman of complying with 
Rule 65 when a fogman is at the signal 
and, in Colonel Wilson’s opinion, can only 
be so interpreted. The special instruction 
thus appears superfluous and it has now 
been withdrawn. 

These circumstances suggest that there 
is room for improvement in arrangement 
and wording, and this is under review by 
the Railway Executive. Consideration has 
been given to the question of whether the 
Rule should include a definite prohibition 
against drawing forward a train in fog to 
a section signal when no fogman is there. 
On balance it seems better to bring a 
train under the protection of signals (and 
in some cases a fogman) when it may also 
be within view of the box. 

The signalman appeared to have under- 
stood the revised rule and its relation to 
Rule 65, but had been left by his inspector 
to place his own interpretation on its 
relation to the special instruction. He did 
not fail in this, but Colonel Wilson con- 
siders that when an important rule is re- 
vised inspectors should explain all the 
implications to the signalmen. This has 
received attention. 

The accident is also a reminder of the 
difficulty of train working with oil-lit 
semaphores in dense fog, especially as it 
is not possible to provide continuously 
manned fog posts at every signal. The 
safety which is generally maintained under 
these adverse conditions is a tribute to the 
vigilance of enginemen and their detailed 
knowledge of the road, but their task is 
greatly facilitated by colour-light signals. 
Consideration is being given to a scheme 
for their installation between Manchester 
and Stockport. 
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Great Northern Railway 
(Ireland) 


When the future of the Great No: thern 
Railway (Ireland) was debated in the \ |ste; 
Senate, Sir Roland Nugent, Leader o! the 
House, said that the problem was extremely 
difficult. Nothing definite would be done 
without submitting any proposal to both 
Houses ..f the Northern Ireland Parliament 
for their approval. 

Mr. Wilton said .hey were all alarmed, 
althougn forewarned, about the state o| 
affairs uf the company, He did not sug- 
gest that the Government should muke 4 
long statement, but the House was entitled 
to an assurance that no definite agree nent 
would be reached until it had been put 
before both Houses. 

Sir Roland Nugent replied that he could 
add nothing to the statement issued last 
week after the meeting between the 
Minister of Commerce and directors of the 
G.N.R. He would say, however, that 
uuder the Transport Act nothing definite 
could be done, any more than in the case 
of the ¢ County Down Railway, until it had 
come before both Houses and had been 
approved. 

“I do not suggest,” said Sir Roland, 

“that no sort of joint working or anything 
of the kind may not happen in the case 
of the G.N.R., but nothing will be knitted 
which cannot be unknitted, and nothing 
definite can take place without the concur- 
rence of both Houses.” 

Sir Wilson Hungerford asked whether 
the Leader of the House would bear in 
mind the statement by the Leader of the 
Conservative Party in which he had suid 
that if his party were returned to power in 
the General Election it would take steps to 
restore road transport to private enterprise 
and whether he would keep the question 
of step-by-step with Great Britain in mind 
if that should happen. 

At a meeting in Belfast of the executive 
committee of the G.N.R. Shareholders’ 
Protection Association, Mr. Fred Storey, 
C.B.E., presided. Representatives from 
Belfast. Dublin, Dundalk, — Inniskeen, 
Cookstown, Armagn, and Ballymena <is- 
cussed the situation and unanimously 
—~ the follawing resolution. 

. The committee endorses the action 
of Mi. George Howden, General Manager. 
ii the steps he has taken to bring the 
present position of the company before the 
public, and his action in notifying em- 
ployees about the necessary curtailment of 
expenditure involving unemployment. 

The committee of the association, 
representative of the shareholders of the 
whole country, having in mind the dire 
financial position of the G.N.R. revealed 
by the statement of the General Manager. 
and conscious of the reaction on_ the 
economy cf the country both north and 
south, should the railway be forced te 
close down, with the grave unemployment 
resulting, call on the two Governments 
to enter into immediate joint discussions 
with the directors with a view to taking 
such steps as may be considered necessary 
to place the undertaking on a basis sat's- 
factory to the stockholders and all other 
parties concerned.” 

The Irish Trades Union Congress, in an 
emergency resolution adopted at the annual 
conference in Belfast, directed the imme- 
diate attention of the Governments of Eire 
and Northern Ireland to “the grave finan 
cial position of the G.N.R.(I.) and_ the 
declared intention of the company to cur- 
tail its services and dismiss large sections 
of its employees because of its inability to 
carry on as at present.” 
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British Electric Traction Co. Ltd. 


[he annual general meeting of the 
British Electric Traction Co. Ltd. was held 
ut Winchester House, Old Broad Street, 
London, E.C.2, on Thursday, July 28. Mr. 
H. ©. Drayton, Chairman, presided. 

[he Chairman, in the course of his 
speech, said that in the past it had been 
the policy of the board from time to time 
to take advantage of opportunities to bring 
the capital more into line with the money 
invested in the business. Those who had 
been connected with the company over the 
previous 22 years knew that the directors 
wot ld not be unmindful of their interests 
in that direction in the future. 

furning to the nationalisation of road 
transport, the Chairman said that some of 
them had received a circular from a stock- 
suggesting that they should press 
for negotiations with the British Transport 
Commission. Leaving out London Trans- 
port, which had in essence been nation- 
alised years ago, and dealing with the pro- 
vincial side of the industry, the Commis- 
sion had acquired only about 20 per cent. 
of the industry and their company was 
with the majority of 80 per cent, which 
had not sold. 

The Transport Act laid down the basis 
on which road passenger undertakings 
could be acquired That basis was asset 
values plus from two to seven years’ pur- 
chase of the average profit for the three 
years ending in 1948, and could not be 
departed from unless there was another 
Act of Parliament. As had been disclosed 
in the House of Commons, those whose 
undertakings were compulsorily acquired 
would terms no less favourable 
than the terms obtained by those who made 
voluntary sales. Therefore the question of 

whether or not the >y should collaborate 
with the Labour Goverimeiat fell into two 
sections; a financial one and one of prin 
ciple. From the financial angle, the 
people to benefit by the company not sell- 
ing had been the deferred stockholders. 
The reason was that their profits were 
greater than the amount of interest they 
would have received on the purchase price, 
and so the deferred stock was more valu- 
able. 

\ business could not be run on ex- 


holder 


receive 


pediency; they believed nationalisation 
to be wrong. Under private enterprise the 
group had given an efficient service to the 
public and it had not, by and large, had 
to raise its fares for over 30 years. The 
Chairman said he could only assume that 
he had the support of the stockholders 
since he could not imagine anyone invest- 
ing as a deferred stockholder unless he 
believed in private enterprise. 

It had been said that they should not 
allow politics to enter into business, but 
he would assert that if fighting nationalisa- 
tion was politics then it was impossible to 
separate politics from business. They, 
together with other industries threatened 
with nationalisation, were rather in the 
position of Benjamin Franklin at the sign- 
ing of the Declaration of Independence in 
Philadelphia, when he said: “We must 
indeed all hang together or most assuredly 
all hang separately.” 

From the £ s d angle, the company 
benefited by not collaborating, but the 
Chairman asked for the stockholders’ sup- 
port on the wider principle that nationalisa- 
tion of road passenger transport was wrong 
and if that were so expediency would not 
make it right. He asked them to give him 
an overwhelming vote of confidence so 
that their executives and operatives. who 
were giving them and their policy their 
utmost loyalty, could feel they had the 

wnholehearted backing of the proprietors. 


Eastern ine Locomotive 
Shedmasters Conference 

The Motive Power Department, 
Region, British Railways, recently held a 
further Shedmasters Conference. from 
June 15 to 17, at “St. Ronan’s” Staff 
Training Centre, Hadley Wood. The score 
of this conference was specially widened 
to include mechanical foremen, a_ staff 
clerk, an employees’ representative of a 
sectional council and a traffic apprentice. 
It was also decided to have papers given 
by departmental chiefs and members of 
other departments (such as medical, police 
and C.M.E.). 

Mr. L. P Parker, 


Eastern 


Motive Power Super- 


Eastern Region Locomotive Shedmasters Conference 





A group taken during the recent Locomotive Shedmasters Conference, 
Eastern Region, to which reference is made in the article above 


Back row (left to right): Messrs. 
Cc. R. Stacey, D. Mitchell, 
S. Elliott, J. W. Harper, 


C. E. Elsden, 
N. Micklethwaite, E. F. Corney, H. 
E. G. Wilcox, H. Beacock, J. D. Lewis, E. F. Taylor, 


A. L. S. Harvey, G. A. Ford, 
A. Rudgard, 


K. Sutton-Mattocks 


Front row (left to right): Messrs. 


O.. E. 
Harold Rudgard, L. P. Parker, A. R. Dunbar, C. H. 


D. Harvey, H. Balls, G. C. Gold, 


D. Read, G. N. Balfour, 


E. S. Hobbs 
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intendent, Eastern Region, opened the con- 
ference; and the chair for each session was 
taken by a different member. Papers were 
read by Colonel N. McKay Jesper, Chief 
of Police, London Area, British Railways, 
and the following officials of the Eastern 
Region:— 

Mr. L. Theobald, Head Office Loco- 
motive Inspector; Mr. P. Sparke, Mechani- 
cal Foreman, Ipswich; Mr. R. H. N. 
Hardy, Technica! Assistant; Dr. J. Sharp 
Grant, Medical Officer; Mr. J. H. P. Lloyd, 
Locomotive Works Manager, Stratford: 
Mr. H. R. Gomersall, Locomotive Shed- 
master, Cambridge; Mr. H. Emery, Head 
Office Locomotive Inspector; Mr. E. F. 
Taylor, Motive Power Superintendent’s 
Staff Office; Mr. F. L. G. Beedham, Staff 
Clerk, District Motive Power Superin- 
tendent’s Office, Stratford. 

Mr. Harold Rudgard, Chief Officer 
(Motive Power), Railway Executive, ad- 
dressed the members at the close of the 
conference. Other guests included Mr. 
A. R. Dunbar, Divisional Operating Super- 
intendent, Eastern Division, “Eaclens 
Region, and Mr. G. C. Gold, Mechanical 
Engineer, Stratford, Eastern Region. 


Strengthening of Braidhurst Viaduct, 

Scottish Region 
(Concluded from page 162) 
ballast was cleared away on the down line 
side, in one-span sections, and the stone 
decking over the outer void removed. 
Broken slabs covering the inner voids were 
replaced with short lengths of rail. In the 
ensuing week, the outer void was filled 
with concrete, which was keyed into the 
outside spandrel wall with Lewis bolts. 
Concrete haunching was placed over the 
arch, between the inner walls, and the 
faces of these walls were raked and 
pointed. 

The week’s work also included the lay- 
ing of the greater part of the reinforced 
concrete mat and the new drains. Inspec- 
tion manholes were provided, and on the 
next Sunday the concrete mat was extended 
up to the centre line of the viaduct. The 
steel reinforcement was overlapped to give 
continuity over the whole width and length 
of the mat. 

The south side of the viaduct was com- 
pleted on April 10, and on April 24 the 
interlaced tracks were transferred to that 
side. 

The strengthening of the northern half 
of the viaduct was finished on June 19, 
and normal double-line working was re- 
sumed cn June 27. The work has been 
carried out by the staff of the District 
Engineer, Glasgow South. 


TOUR OF CAMBRIDGE.—An opportunity 
to visit Cambridge and, with qualified 
guides, make a conducted tour of several 
of its colleges is being offered by the 
Eastern Region. These specially conducted 
tours are being made each Wednesday, 
from August 3 until September 21, and 
a whole day tour costs, with third class 
rail fare, 21s. (children 13s. 3d.) and 28s. 
6d. with first class rail fare (children 17s.). 
The charges cover the rail journey from 
Kings Cross, transport to and from Cam- 
bridge Station to the town, lunch, all ad- 
mission fees, gratuities, and service of the 
guides. A shorter tour is also being run 
each Wednesday between the same dates, 
at a cost of 12s. (children 6s. 3d.) third 
class rail fare, including all the services 
of the day tour, with the one exception of 
lunch. 
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B.T.C. 


Subsidiary or associated undertaking 


Aldershot & District Traction Co. Ltd. 
Birmingham & Midland Motor Omnibus Company 


Brighton, Hove & District Omnibus Co. Ltd. 
Caledonian Omnibus Co. Ltd. .. 
City of Oxford Motor Services Limited 


Crosville Motor Services Limited 
Cumberland Motor Services Limited 
Devon General Omnibus & Touring Co. Ltd. 


Eastern Counties Omnibus Co. Ltd. 

Norwich Omnibus Company 
Eastern National Omnibus Co. Ltd 
East Kent Road Car Co. Ltd 


East Midland Motor Services Limited 
East Yorkshire Motor Services Limited 
Halifax Joint Omnibus Committee 
Hants & Dorset Motor Services Limited 


Hebble Motor Services Limited 

Highland Transport Co. Ltd. 

Huddersfield Joint Omnibus Committee 
Lincolnshire Road Car Co. Ltd. 

David MacBrayne Limited 

Maidstone & District Motor Services Limited 


Chatham & District Traction Company 
Hastings Tramways Company 
Mansfield District Traction Company 


Midland General Omnibus Co. Ltd 
National Omnibus & Transport Co. Ltd 


Northern General Transport Co. Ltd 


Gateshead & District Tramways Company 

Sunderland District Omnibus Co. Ltd. 

Tynemouth & District Transport Co. Ltd. 

Tyneside Tramways & Tramroads Company 
North Western Road Car Co. Ltd 
Nottinghamshire & Derbyshire Traction Company 
Ribble Motor Services Limited . 


W. C. Standerwick Limited 
Scottish Omnibuses Limited 
W. Alexander & Sons Ltd 


David Lawson Limited 
Central S.M.T. Co. Ltd. . 
Lanarkshire Traction Co. Ltd 
Western S.M.T. Co. Ltd... 
Greenock Motor Services Co. Ltd. 


Rothesay Tramways Co. Ltd 


W. & R. Dunlop Limited 
Sheffield Joint Omnibus Committee 
Southdown Motor Services Limited 
Southern National Omnibus Co. Ltd 
Southern Vectis Omnibus Co. Ltd. 


Thames Valley Traction Co. Ltd 
Ledbury Transport Co. Ltd. 
Tilling Motor Services Limited . 


Todmorden Joint Omnibus Committee 
Trent Motor Traction Co. Ltd. 
United Automobile Services Limited 


Bell’s Services Limited 

Orange Bros. Ltd. 
United Counties Omnibus Co. Ltd. 
Westcliff-on-Sea Motor Services Limited 
Western National Omnibus Co. Ltd. 


Bristol Tramways & Carriage Co. Ltd 


Bath Electric Tramways Limited 


Bath Tramways Motor Co. Ltd 

Bristol Joint Transport Committee 
Western Welsh Omnibus Co. Ltd. 
West Yorkshire Road Car Co. Ltd. 


Keighley-West Yorkshire Services Limited 

York-West Yorkshire Joint Committee 
Wilts & Dorset Motor Services Limited 
Yorkshire Traction Co. Ltd. 


Yorkshire Woollen District Transport Co. Ltd 
County Motors (Lepton) Limited 


* Norwich Omnibus Company 
Co. Ltd. holds 26,080. 
+ Highland Transport Co. Ltd. 
holds 17,500. 
+t W. Alexander & Sons Ltd. 
§ Western S.M.T. Co. Ltd. 
Tilling Motor Services Limited. 


THE 


Issued share capital (or 
stock) 


£ 

250,000 Ord. 
440,000 Ord 

100,000 8°, Cum. Pref 
400,000 Ord. 
125,000 Ord. 
226,000 Ord. 
74,000 64 
, 100,000 Ord. 
150,000 Ord 
200,000 Ord. Stock 
150,000 7°,, Cum. Pref 
756,000 Ord. 
264,000 Ord 
900,000 Ord. 
450,000 Ord. Stock 
200,000 64°, Cum. Pref 
250,000 Ord 

300,000 Ord 


550,000 Ord. 
150,000 6; 

120,000 Ord 
29,750 Ord. 


Cum. Pref 


200,000 Ord. 

500,000 Ord 

750,000 Ord. Stock 
200,000 64", Cum. Pref 


119,000 Ord 
58,000 5°., Pref 
150,000 Ord 
.250,000 Ord 
250,000 7 
831,081 Ord 
300,000 6; 


Cum. Pref 


Cum. Pref 


750,000 Ord 
281,030 Ord 
200,000 Ord. 
200,000 6; 


Cum. Pref 


50,000 Ord 
825,000 Ord. 
250,000 6", Par. Pref 
8,000 Ord. 
562,500 Ord. Stock 
100,000 Ord. Stock 
375,000 Ord.§ 
57,500 Ord 
42,000 5°, Non-Cum 
ref 
81,768 Ord 
10,000 5 
5,000 Ord 


Cum. Pref 


750,000 Ord 
542,200 Ord 
115,000 Ord 
15,200 6 Cum. Pref 
250,000 Ord. 
3,800 Ord 
000,000 Ord 
100,000 10 


Nn 


Cum. Pref 


540,288 Ord. 

,627,233 Ord. 

150,000 7°., Cum. pref. 
2,600 Ord. 
50,000 Ord. 

390,000 Ord. 

250,000 Ord. 
2,000,000 Ord 
400,000 6 
1,550,308 Ord. 

500,000 4 Pref. 
125,000 Pref. Ord. 
30,000 Def. Ord 
75,000 5°, Cum. Pref 
60,000 Ord. 


Cum. Pref 


507,500 Ord. 
787,500 Ord. 


200,000 6}°., Cum. Pref 


120,000 Ord. 
437,500 Ord. és 
24,350 7°. Non-Cum 


Pref 


528,000 Ord 


TOTALS 


1,100,000 Ordinary Shares of 5s. each. 
750,000 Ordinary Shares of !0s. each. 
4,000,000 Ordinary Shares of 10s. each and 200,000 Preference Shares of IOs, 


Cum. Pref. 


RAILWAY 


INTERESTS IN PASSENGER ROAD TRANSPORT 


Holdings of 
iS 


and or its 


subsid 


nN 


22, 


82,721 
720,000 


400,000 
119,365 
113,000 


098,856 
99,998 
68,196 


745,051 
260,800 
900,000 
154,805 


125,000 
149,362 


427,112 


60,000 
14,875 


199,833 
250,000 
265,992 


119,060 
58,000 
150,000 
177,620 
13.441 
367,110 


253,750 


each, of which the British Transport Commission holds 2,886,671 and 117,181, respectively. 


tartes 


{ZETTE 


Approx. 


No. of 
vehicles 


335 
1,589 


162 
166 
245 


1,424 
241 
309 
620 


550 
551 


200 
246 


710 


169 
892 
396 
128 


282 


42 
426 


134 


300 
126 
679 


106 


174 


605 
357 


48 
198 
330 
310 


22,520 


26,400 Ordinary Shares of £10 each, of which the Eastern Counties Omnibus 


35,000 Ordinary Shares of 17s. each, of which the British Transport Commission 
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B.T.C. Bus Holdings 


The shareholdings of the British Tyans 
port Commission in passenger road trans- 
port are at present of three forms, nariely, 
those inherited from the former main-line 
railway companies, those purchased rom 
the Tilling and $.M.T. groups, and those 
acquired as a result of the nationalis ion 
of the electricity and long-distance havlage 
industries. | The second and third pes 
give the B.T.C. complete ownership, at 
least a preponderating interest. but former 
railway shareholdings (which were jurge 
minority holdings) do not carry control in 
any case, unless they have been streng 
thened by corresponding holdings acquired 


from the Tilling or S§.M.T. groups. Thus, 
a comparison of the total issued share 
capital with that of the holding controlled 


in columns 2 and 3 of the 


accompanying table, indicates which are 
wholly-owned subsidiaries. or nearly  s0, 
and which are undertakings where the 
B.T.C. shares control, usually with the 
B.E.T. group. 

In an editorial note we point out some 
of the changes that have taken place since 
we published our previous list on January 


by the B.T.C. 


last. Further minority shareholdings in 
B.T.C. subsidiaries are in course of ac 
quisition, and the bus business of James 
Sutherland (Peterhead) Limited has now 


passed to B.T.C. ownership in conjunction 
with the acquisition of its haulage interests. 


Staff & Labour Matters 
Wages Claim 
On Wednesday, July 27, Mr. W. 17 


Potter, President of the N.U.R.. and M1 
J. B. ics ong General Secretary, went to 
the Mir y of Labour for the second time 
in two ‘aan for discussions with Mr. 
Isaacs and Sir Robert Gould, Chief 


Industrial Commissioner. 

The reason for the visit was 
further the dispute about the amended 
terms of reference for the Conciliation 
Board on the union’s claim for 10s. a week 
increase for railwaymen. 

At a meeting on the same afternoon of 
the Railway Shopmen’s National Council, 
a last-minute request was made by the 
N.U.R. for the wages claim in respect of 
railway shopmen to be included on the 
agenda. The meeting of the council was 
a routine one, and = when originally 
arranged the wages claim was not listed 
for discussion. It is usual for items for 
the agenda to be submitted jointly by the 
N.U.R. and the Confederation of Ship- 
building & Engineering Unions. 

As the N.U.R. wage claim had not the 
support of the Confederation of Shipbuild- 
ing & Engineering Unions, the N.U.R. re- 
quest for the item to be discussed at the 
meeting of the council on July 27 was not 
admitted. The matter was further dis- 
cussed at the delegate conference of the 
N.U.R. on July 28, when the delegates. 
after lengthy consideration of the problem, 
decided by a small majority to accept the 
amended terms of reference of the Con- 
ciation Board covering salaried and con- 


to discuss 


ciliation staff, but which excluded shop- 
men, 

So far as railway shopmen are con- 
cerned, the N.U.R. is reporting to the 


Minister of Labour that a dispute exists 
between the Railway Executive and _ the 
N.U.R., which means that Mr. Isaacs has 
a period of 21 days from notification of 
the dispute in which to intervene: otherwise 
a strike can be called. 

Mr. Figgins has stated that he would 
take immediate steps to communicate with 
the secretary of the board in order to get 
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it functioning as soon as possible. On the 
poss. bility of unofficial * go-slow ~ move- 
menis, Mr. Figgins said they were hoping 
to keep them down. 

\ 1 the objections to the constitution 
of the Conciliation Board have now been 
overcome, and a preliminary meeting of 
the board took place on Tuesday. 

August 2. 
he executive of the Confederation of 
Shipbuilding & Engineering Unions is to 
discuss the wages of railway shopmen in 
affiliated unions on August Il, and a 
formal claim for a wage increase may be 
prepared at a conference at York on 
August 17. 

12 decision reached by night workers 
the goods depot at Broad Street. Lon- 
ae on July 28, to abandon the “* go slow ~ 
movement, which had extended over three 
days. was observed by the day staff on 
July 29 and normal working was resumed. 

\ meeting of the Manchester and Sal 
ford Joint Goods and Cartage Committee, 
which organised the “ go slow ~ movement 
at nine goods depots in the area, on July 
29. recommended the men to resume nor- 
mal working from midnight on Monday. 

August 1. 


Parliamentary Notes 


Dover Harbour Bill 

fhe Dover Harbour Bill was reported 

July 22 from the House of Commons 

» the House of Lords. The Bill had been 
agreed to, with amendment. The Lords 
considered the amendment and = agreed 
lo it 

Transport of Calves 

Colonel A. Gomme-Duncan (Perth 
C.). on the motion for the adjournment 
of the House of Commons on July 19. 
raised the question of the condition in 
which young calves were transported by 
rail. The usual practice was for them 
to be tied or sewn up in sacking, in 
which, in the first place, they were able 
to lie down comfortably, but in some 
cases they were put in the luggage van 
where there was no litter on the floor. 
and no foothold. While waiting on plat 
forms each passing train reduced the 
creatures to a state of pitiful and helpless 
terror. Their struggles in the sacks re- 
sulted in their limbs being twisted round 
their necks. or their legs being crossed. 
so that they could not lie down. In some 
cases broken legs resulted. 

He had taken the matter up with the 
Railway Executive. which had treated his 
correspondence very courteously. but it 
should realise there was much which re 
quired looking into. 

The journey from Scotland to England 
took 30 hours, and no milk was provided 
for the calves. The Railway Executive's 
rules were excellent on paper, but were 
often not carried out; in many instances 
it was not practicable. 

Mr. Thomas Fraser (Joint Under- 
Secretary of State for Scotland) said he 
had been told that most farmers and 
others knowledgeable in the care of 
calves took the view that very young 
calves were better transported in sacks. 
and were thereby protected from chills. 
\ good deal of care was taken to ensure 
that no unnecessary suffering was caused 
in the railway trucks, although he did not 
doubt that there were cases of rough 
handling in transit. He would like to 
report to the Minister of Agriculture what 
Colonel Gomme-Duncan had said, to see 
whether there were any further steps 
they might take, in co-operation with the 
Railway Executive. 
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There had been a time not long ago 
when large numbers of young calves were 
transported long distances to slaughter- 
houses; but the Minister of Food had 
sent out what he might call an injunction 
last January calculated to prevent the 
transport of the very young animals long 
distances for slaughter. That injunction, 
together with the operation of the calf 
subsidy scheme, had reduced to the mini 
mum, if it had not stopped altogether, the 
transport of very young calves long dis- 
tances for slaughter. So he thought they 
were concerned only with calves trans- 
ported from the areas in which they were 
born to beef-rearing districts to be fed 
for slaughter some time later. He could 
assure the House that the Minister of 
Agriculture was not unsympathetic to 
taking all practical steps to deal with 
unnecessary suffering. 


Questions in Parliament 
Liverpool Street-Shenfield Electric Service 
Mr. Thomas Macpherson (Romford 
Lab.) on July 28 asked the Minister of 
Transport if he had any further news 
as to when the new electrified railway 
service between Liverpool Street and 
Shenficld would be completed and in 

operation. 

Mr. Alfred Barnes in a written answer 
stated: Electric services between Liverpool 
Street and Shenfield will be started on 
September 26, and the changeover from 
steam trains will be completed by 
November 


Road rig Firms’ Compensation 

Mr. Peter Thorneycroft (Monmouth 
C.) on July 35 asked the Minister of Trans- 
port whether he was aware that in the 
large majority of cases of compulsory 
acquisition of road haulage businesses 
which had taken place up to June 30, 1949, 
no provisional amount of compensation 
had been agreed, outstanding amounts of 
cash had not been paid and ‘Transport 
stock had not been issued; and what direc 
tions of a general character he would give 
to the Transport Commission to obviate 
the resultant and widespread hardship 
thereby caused. 

Mr. Alfred Barnes: | do not consider it 
necessary for me to give any direction to 
e Commission on this matter. My reasons 
involve a rather long statement which | 
will. with Mr. Thorneycroft’s permission. 
circulate. 

The following is the statement: 

The British Transport Commission can- 
not make payments on account of com- 
pensation until the properties affected by 
the notice of acquisition have been identi 
fied and agreed and a provisional ascer- 
tainment made. The position at June 30, 
1949, was that 469 road haulage under- 
takings had been transferred, of which 123 
were taken over only in June and 131 in 
May. Of the total of 469 there were 35 
cases in which the extent of the transfer 
had not been agreed and 148 cases in 
which the Commission was awaiting 
accounts and other information from the 
transferors Provisional ascertainments in 
130 cases had been calculated, or were in 
hand, and payment on account will be 
made as soon as legal title is verified and 
other essential formalities are completed. 
The remaining cases were awaiting valuers’ 
reports and other information. [| am 
satisfied that the intention of the Commis- 
sion is that all acquired undertakings shall 
receive a payment on account at the 
earliest possible moment, and that there is 
no need for me to issue directions. Machi- 
nery has been set up to expedite settle- 


in 
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ments, and | am informed that undertak- 
ings which might otherwise suffer hardship 
are being offered an immediate payment 
in respect of their cash option. Speedy pro 
gress in respect both of acquired under- 
takings and of those yet to be acquired 
will depend largely on the co-operation of 
the transferors in quickly supplying the 
necessary information. 

Road Haulage Permits 

Mr. J. Boyd-Carpenter (Kingston-on- 
Thames—C.) on July 25 asked the 
Minister of Transport what action he was 
taking to ensure that, where the name of 

firm of road hauliers had changed by 
reason of the death of a member of the 
firm, such a firm did not lose the original 
permit to which it would otherwise have 
been entitled. 

Mr. Alfred Barnes: | have no power 
to vary the provisions of the Transport Act 
on this point, but I understand that the 
Road oe Executive has stated that 
while it is bound by the Act, it will, with- 
out pti into any commitment, be pre- 
pared to look at cases of hardship and 
decide whether there is any way in which 
the hardship can properly be alleviated. 

M.. Boyd-Carpenter: Is not this 
obvious error in the Transport Act, which 
the Minister himself apparently regrets, 
yet another indication of how undesirable 
it is to push these measures through under 
the guillotine without any discussion? 

Mr. Barnes: | am not aware that | have 
expressed any regret. Licences have never 
been transferable, but I think that in the 
circumstances the Road Haulage Execu- 
tive ts taking what | think would be the 
general course. 

Mr. David Renton (Huntingdon—Lib.- 
Nat.): Does the intention to allow special 
consideration to be given to hardship 
mean that the original rights will not be 
lost when hardship is proved, and that 
there will be no question, if hardship is 
proved, of merely giving a discretion to 
the Commission? 

Mr. Barnes: | would not like to go into 
details of that kind. 

B.T.C, Superannuation Funds 

Mr. David Renton (Huntingdon—Lib. 
Nat.) on July 18 asked the Minister of 
Transport if he would make a statement 
as to the instructions of a general char- 
acter which he intended A. give to the 
British Transport Commission to ensure 
that employees who contributed in full 
both to a superannuation scheme and 
under the National Health Insurance Act. 
1949. would be entitled, on reaching 65 
years of age, to receive both their super- 
annuation and their retirement pensions 
in full, and that no deductions would be 
made from one in respect of the other. 

Mr. Alfred Barnes: Because of the pen- 
sion provisions of the National Insurance 
Act, 1946, the British Transport Com- 
mission proposes that the rules of the pre 
sent superannuation funds should be 
modified, and that members of the funds 
at December 31, 1947, should be given 
the option of continuing their existing 
rates of contributions and benefits or of 
reducing their contributions with corre 
sponding reductions in benefits on retire- 
ment. Details of the proposed modifica- 
tions are being worked out and will be 
discussed with the trade unions, which 
have, I understand. already accepted the 
principle involved. 

Mr. Renton: In view of the reply which 
the Minister has just given, could he ex 
plain how it is that certain railway em- 
ployees. contributing in full both to 
National Insurance and to their own 
superannuation schemes, are having de- 
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ductions ‘made? If he does not know of 
that, will he please look into it further? 

Mr. Barnes: If Mr. Renton will give 
specific instances, I am sure the British 
Transport Commission will look into the 
matter. If he will read my reply care- 
fully, he will be able to see whether it is 
a contravention of that statement or not. 

Mr. Sidney Shephard (Newark—C.): 
Can the Minister say whether new em- 
ployees will be entitled to participate in 
superannuation? 

Mr. Barnes: No, I cannot say. That 
appears to me to be another question. 


Railway Executive and Sick Pay 

Mr. David Renton (Huntingdon—Lib. 
Nat.) on July 18 asked the Minister 
of Transport whether he was aware 
that the Railway Executive was de- 


ducting from the salaries of railway 
clerks, stationmasters and_ supervisors, 
who contributed to a superannua- 


tion fund, all sickness benefits due 
under the National Insurance Act. even 
though full insurance contributions had 
been paid; by what authority such deduc- 
tions were made; and if he would make a 
Statement as to the insizu-.uns of a 
general characte> which te intended to 
give to the British Transport Commission 
to ensure that the employees concerned 
obtained full satisfaction of their rights 
as to sickness benefit under the National 
Insurance Act, 1946, and Part VII of the 
Transport Act, 1947. 

Mr. Alfred Barnes: Sick pay does not 
come out of any superannuation fund, but 
is granted by the Railway Executive. Its 
regulations, I understand, have been ad- 
justed to take into account the sickness 
‘benefits provided under the National 
Insurance Act, 1946. The principle fol- 
lowed is that sick pay and State benefit 
together shall not exceed the equivalent 
of standard full pay. It is not for me to 
give the British Transport Commission 
instructions on such a matter. 

Mr. Renton: Is the Minister aware that 
employees, who before July, 1948, were 
contributing to a superannuation scheme, 
are. in fact, being treated differently from 
other employees, and will he tell the 
House why there is this discrimination? 

Mr. Barnes: I can give only a general 
statement with regard to this specific case 
Mr. Renton should take the matter up 
with the Commission, or, if he will fur- 
nish me with the information, I will see 
it is looked into. 
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San Paulo Repayment Dates.—The San 
Paulo (Brazilian) Railway Company’s pro 
posals for repaying its preference and 
part of its ordinary capital were con- 
firmed on July 25. The preference stock 
will be repaid on August 12, and repay 
ment of 50 per cent. of the ordinary will 
begin on August 22. 


Ruston Gas Turbine.-An exhibit of 
particular interest at the Engineering & 
Marine Exhibition, which is being held at 
Olympia, London, from August 25 to Sep- 
tember 10, will be a model of a gas tur- 
bine unit which Ruston & Hornsby 
Limited, Lincoln, now have under test. 
This unit, while it has been designed 
mainly for industrial uses, presents poOss!- 
bilities for rail traction, and we will be 
dealing with the machine in greater detail 
in a later issue. On the locomotive side 
this firm will be showing for the first time 
a new 100-b.h.p. narrow-guage unit in the 
DL series. 


Metropolitan Railway Surplus Lands 
Co. Ltd.—A statement by Sir Bernard 
Docker. presented at the annual general 
meeting of the Metropolitan Railway 
Surplus Lands Co. Ltd. on July 14, said 
that the accounts were for the period of 
15 months to March 31, 1949, and for 
the first time included a consolidated 
balance sheet and a consolidated profit 
and loss account, bringing in the result 
of the operations of the two wholly 
owned subsidiaries, Ortem Estates 
Limited and Thomas Brevetor Limited. 
The comparative figures shown were for 
the 12 months ended December 31, 1947. 
Rents for the period were £174,259, while 
net rents were £116,702. after dealing 
with repairs, rates. and insurance. Total 
revenue by way of fee and dividends 
from the subsidiaries was slightly less 
than in the previous year, although this 
did not reflect any lessening of activi- 
ties in these subsidiaries. As a result of 
‘business in the period under review, 
£177,281 was available for distribution. 
including £36,056, the amount brought 
forward. An interim dividend of 14 per 
cent. had been paid and the directors 
now recommended final dividend of 
2 per cent.. making 3} per cent. for the 
period of 15 months, as compared with 
2! per cent. for the previous period of 
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12 months. These dividends absorbed 
£47,206, and taxation took £82,400. so 
that they were left with £47,675 to carry 
forward. , 


Brush Transformers fOr Australia. [he 
Brush Electrical Engineering Co. Ltd. has 
received from its agents in Australia 
orders for transformers to the value of 
about £225.000. Among these the New 
South Wales Government Railways have 
ordered four 10.000-KVA. transformers, 
3-phase, 50-cycle 66,000/11,000-V. Delta, 
Star, connected with H.V. Tappings con- 
trolled by fully automatic “ on-load” tap 
changing equipment. 


Exhibits of Rubber — Enginecring 
Materials—The high degree of skill 
achieved in the manipulation of rubber as 
an engineering material will be demon- 
trated at the Engineering & Marine Exhi- 
bition from August 25 to September 10 
on the combined stand of Silentbloc 
Limited and the Andre Rubber Co. Ltd. 
Flexible bearings for oscillating move- 
ments resilient couplings, and = anti 
vibration mountings will be a feature of 
the Silentbloc stand at Olympia. while the 
work of the Andre Rubber Company will 
be typified by a selection of moulded 
units, rubber tyre wheels, and = anti- 
vibration mountings and couplings. 


Southern Region Lecture & Debating 
Society.-The summer programme of 
educational visits organised by British 
Railways, Southern Region, Lecture & 
Debating Society was continued on 
July 9, when a visit was paid by twenty- 
nine members. under the leadership of 
Mr. K. Davies, the Society’s Honorary 
Assistant Secretary, to Heathrow Airport. 
The party inspected the meteorological 
office, control tower, briefing room, and 
various types of aircraft. On Saturday. 
July 23, a party of twenty-five members 
visited the Croydon, Merstham & God- 
stone Iron Railway under the guidance 
of Mr. W. G. Tharby, Honorary Librarian, 
and Mr. R. A. Savill, Honorary Assistant 
Secretary, covering the section of the rail- 
way from Coulsdon to Merstham. This 
year’s visit also included Chipstead Church 
and Fox Shaw, at one time “The Fox” 
Inn, both features of local _ interest 
connected with the Croydon, Merstham 
& Godstone Iron Railway. No visits 
will take place during August, but in 


British Railways Portable Pavilion for Agricultural Shows 





One of the larger portable pavilions, designed by 


NORTHUMBERLAND Coast 
= 


2 


ies 





British Railways for agricultural shows, in use at 


Peterborough. (See also page 111 of our July 22 issue) 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions oj 
the Control ef Engagement Order, 1947, or the 
yacancy is for employment excepted from the 
provisions of that Order. 


Government of New South Wales 


T' NDERS are invited for the supply of:—1,600 
BOGIE HOPPER WAGONS to _ Specification 
No. 2195. Particulars and forms of tender can 
be obtained by bona fide tenderers upon applica- 
tion to the undermentioned address, to which ten- 
ders are returnable not iater than 12 noon on 
September 28th, 1949.—Agent General for New 
South Wales, 56/7, Strand, London, W.C.2. 
DRA GHTSMAN required for Railway Wagon 

Works near Johannesburg Age between 30 
and 40. Must have workshop experience and at least 
five years in drawing office of wagon works or rail- 
way Capable designing underframes, bogies and 
brakegears.—Apply Box 405, The Railway Gazette, 
33, Tothill Street, London, S.W.1 


R \lLWAY SIGNALLING AND COMMUNICA- 

TIONS INSTALLATION AND MAINTEN- 
ANCI 4 practical guide, especially intended to 
help Signal Inspectors, Installers, Fitters, Linesmen, 
Draughtsmen, and all concerned with installing and 
maintaining Signal, Telegraph, and Telephone Equip- 
ment. 416 pp. Many illustrations. Cloth. 8s. By 
post 8s. 6d. The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 
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His Majesty’s Colonial Service 


GAZETTE 


COLONIAL ENGINEERING SERVICE 





VY ACANCIES exist for Assistant Engineers (Capital 

Works) in the Civil Engineering Branch of the 
Nigerian Railway. Candidates should preferably be 
under 40 and they should also preferably be Cor- 
porate Members of the Institution of Civil Engi- 
neers or hold qualifications which exempt them from 
Sections A and B of the A.M.L.C.E, examinations. 
ihey should have had some years’ experience of 
railway civil engineering, particularly bridge work, 
and some experience of general reinforced concrete 
construction. The appointments will be on contract 
for one tour. in the first instance, at a point within 
the salary scale £720 per annum to £1,300 per 
annum (inclusive of expatriation pay). Salary will 
be determined by qualifications, experience and 
length of approved war service Expatriation pay is 
payable on leave and other conditions of service 
include free first class passages once each way each 
tour for the officer and his wife; home leave on full 
Pay at the rate of one week in the United Kingdom 
for each month of resident service; tours of eighteen 
months approximately: accommodation provided, 
usually a furnished house, at moderate rentals; outfit 
allowance of £60 on first appointment; gratuity on 
satisfactory termination of the contract at the rate 
of £25 for each three months of completed service, 
including leave periods Intending candidates should 
apply at once, giving brief details of age, qualifica- 
tions, experience, and war service, and mentioning 
this paper, to THe Director OF RECRUITMENT 
(COLONIAL SERVICE). Sanctuary Buildings, Great 
Smith Street, London S.W.1, quoting reference 
number 27333/6/49. 
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W ORKS MANAGER required by British Railway 

Company operating in Bolivia. Must have 
received training in locomotive repair workshops of 
a recognised railway and held position of authority. 
Technical qualifications of B.Sc. and/or 
A.M.I.Mech.E. Advantage if some experience of 
carriage and wagon repair and maintenance, also 
knowledge of Spanish. Aged about 35. Com- 
mencing salary £1,000 p.a Free quarters, passages, 
allowances, etc., provided. Applications with full 
particulars of qualifications and experience, copies of 
testimonials held and mentioning marital state and 
number and ages of any children, to be addressed to 
Box 2940,: c/o CHARLES BARKER & SONS LTD., 31, 
Budge Row, London, E.C.4. 


"THE RAILWAY SYSTEM OF JAMAICA. A 

_ general description of the system and its traffics. 
with an account of economic problems; the motive 
power used; and some features of operation. By 
H. R. Fox, B.Sc., M.Inst.C.E., General Manager, 
Jamaica Government Railway. Reprinted from The 
Railway Gazette, January 5 and 12, 1945. Price 1s. 
Post free Ils. 2d The Railway Gazette, 33, Tothill 
Street, London, S.W.1 


HE * PAGET* LOCOMOTIVE. Hitherto un- 
published details of Sir Cecil Paget's heroic 
experiments. Eight single-acting cylinders with rotary 
valves. An application of the principles of the 
Willans central-valve engine to the steam locomotive 
By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
trom The Railway Gazette, November 2, 1945. 
Price 2s Post free 2s. 3d. The Railway Gazette, 
33, Tothill Street, London, S.W.1, 








jate September and early October visits 
are now being arranged to Southampton 
Docks, the National Physical Laboratory 
at Teddington, and to the Channel Tunnel 
borings and sea defences between Dover 
and Folkestone. 


Accident at Glasgow Central.—On July 
30, a train conveying holidaymakers re- 
turning from Rothesay, skidded on the 
rails when entering Glasgow Central 
Station and overran the buffers at No. 13 
platform, Nineteen passengers were taken 
io hospital and two were detained. 


Ottoman Railway Holding Co. Ltd.— 
At an extraordinary general meeting of 
the Ottoman Railway Holding Co. Ltd. 
on July 14, a special resolution was passed 
to the effect that the company be wound 
up voluntarily and that Mr. R. T. Robin- 
son, of 117, Old Broad Street, London, 
E.C.2, be appointed liquidator. 


New Headquarters of Ulster Transport 
Authority—The headquarters of the 
Ulster Transport Authority are now 
located at 21, Linenhall Street, Belfast 
(telephone: 21271) the Authority’s offices 
at 10. Royal Avenue, having been 
vacated. The Stores Devartment will. 
1Owever. continue to be connected with 
the Engineering Workshops. and will be 
located at  Duncrue_ Street, Belfast 
(telephone: 45201). 

Great Western of Brazil Agreement 
Approved.—The agreement with Dr. 
Machado for the rescission of the Great 
Western of Brazil Railway lease was ap 
proved without dissent at meetings on 
July 27 of the ordinary, preference, and 
6 per cent. debenture stockholders. The 
agreement was approved by large major- 
ities at each of the meetings; but with 
the St per cent. bearer debentures, be- 
cuuse of the absence of the necessary 
quorum, a final decision can be reached 
only at an adjourned meeting. The reso 
lution can then be passed by a simple 
majority of those present or represented. 
The Chairman said he had no reason to 
expect that the agreement would not be 
ratified by the Brazilian Congress within 
the stipulated 180 days. Legally, the 
Great Western and Leopoldina agree- 
ments were quite distinct. but it was 
possible that the President might send a 
Single message covering the two. After 


the company received the money the 
debentures would be repaid within three 
months at the latest. 


B.S.A. Tools Limited.--The Glasgow 
branch of B.S.A. Tools Limited and of 
the distributing organisation, Burton, 
Griffiths & Co., Ltd.. has been moved to 
new premises at 46, Carlton Place, Glas- 
gow, C.5 (telephone: South 1121-2). 


Diesel Locomotive Plant for Canada.— 
The General Motors Corporation an 
nounced on July 29 that it proposes to 
begin construction immediately of a diesel- 
electric locomotive plant in London, 
Ontario. The plant will employ 1,000 
persons when working at capacity and 
will produce one locomotive a day. 

Coaches Derailed at Trafford Park.— 
The three leading coaches of the 1.20 p.m. 
train from Liverpool Central to Manches 
ter Central were derailed outside Trafford 
Park Station on August 1. The train, 
which was carrying more than 500 passen- 
gers, was travelling slowly and was about 
to pass over a canal bridge. The engine 
stopped on the bridge and the three 
coaches were derailed, but did not over- 
turn. No passengers were hurt. 

Railway Benevolent Institution.—At its 
meeting on July 20, the board of the 
Railway Benevolent Institution granted 
annuities to seven widows and seven 
members amounting to £230 Is. per 
annum, two gratuities to widows amount 
ing to £30. und authorised 27 grants 
amounting to £226 7s. from the special 
benevolent fund in cases of immediate 
necessity. Grants made from the casualty 
fund during the month of June amounted 
to £496 Is. 6d. 

Bagnall Locomotive for Kenya.—The 
firm of W. G. Bagnall Limited, Stafford, 
has received an order from Imperial 
Chemical Industries Limited for a loco- 
motive for use by the Magadi Soda Com 
pany at its natural soda lake in Kenya 
Colony. This locomotive is to be named 
Hugh F. Marriott, after the late Mr. 
Marriott who was for many years the 
Colonial Office representative on the 
beard of the Magadi Soda Company. It 
is appropriate that the locomotive should 
be built by Bagnalls. as the Managing 
Director of the firm, Lt.-Colonel I. A. 
Marriott, is the only son of the late 


Mr. H. F. Marriott. The locomotive is 
to be an 0-4-0 saddle tank type with 
12 in. by 18 in. cylinders. It is to be 
for metre gauge, but capable of ready 
conversion at a later date to 3 ft. 6 in. 
gauge, and it will be oil fired. 

Milan-Rome Express Derailed.—Sixteen 
passengers were injured on August 1, when 
a broken axle caused the last three coaches 
of a Milan-Rome express to leave the rails 
when it was passing through Cadeo 
Station. about twelve miles south-east of 
Piacenza, at about 65 m.p.h. The third 
coach from the end fell on its side; the 
last two remained upright but blocked the 
line. 

Fowler Locomotives at Olympia.—A 
new diesel locomotive, the latest develop 
ment in the range built by John Fowler 
& Co. (Leeds) Ltd.. will be on view at 
the Engineering & Marine Exhibition at 
Olympia from August 25 to September 10. 
This locomotive has been specially de- 
signed for arduous shunting duties and 
incorporates a number of new features 
including the Fowler synchromesh gearbox 
and positive electrical starting. Improve- 
ments have been effected in accessibility, 
and the layout of the equipment and con- 
trols has been simplified. Fowlers are now 
building these units in 80 and 150 b.h.p. 
sizes and early delivery is offered. 

North East Coast Steel Plans.—The 
second stage of the major development 
scheme planned by Dorman, Long & Co. 
Ltd.. Middlesbrough, involving an expen 
diture of more than £8,000,000. will be 
put in hand at once. This second stage 
includes the building of the projected 
open hearth steel plant at Lackenby, 
with a capacity of 10,000 tons of ingots 
a week, extension of the new ore grading 
plant at Cleveland, and the installation of 
new blast furnace ancillary equipment, 
all of which work can be completed by 
September, 1952. The first stage of the 
comprehensive development programme 
was the installation of central ore un- 
loading equipment and ore preparation 
plant at the Cleveland Works, and the 
private railway line over 3 miles in 
length across the Lackenby site and link- 
ing the Cleveland and Redcar works. 
These two projects. costing nearly 
£2,250,000, are now in operation. The 
work now to begin is part of the 
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National Development plan for the steel 
industry approved by the Government ard 
is in line with the movement towards 
greater concentration of North East 
Coast steel production. 


Italian Power Cuts.—-With 


water re- 


sources nearly exhausted, Italy is faced 
with more serious power cuts. It is re- 
ported that all freight trains on the 


electrified lines of the State Railways are 
again operated by steam as an economy 
measure. 

Aluminium Bookstall at Marylebone.— 
We are informed that the aluminium 
sheet. veneered with Australian walnut, 
used in the construction of the new 
W. H. Smith & Son bookstall described 
and illustrated in our issue of July 29, 
is known as Vendura and is manufactured 
by Venesta Limited, Queens Street Place, 
London, E.C.4 


General Electric Co, Ltd.—First figures 
for the year ended March 31, 1949, show 
an aggregate profit for the General Elec 
tric Comvany group. before allowing for 
taxation and proportion attributable to 
minority shareholders, of £3,776.504, 
against £4,471,730 for the previous year 
The consolidated net vrofit dealt with 
in the accounts of the holding company 


is £1.225,351, against £1,478.863. A divi- 
dend of 10 per cent. and a cash bonus of 
73 ver cent. are recommended for the 
ninth successive year. 


Road Hauliers’ Applications for Long- 
Distance Permits.—-August 2 was the last 
day on which road hauliers could lodge 
applications with the Road Haulage Exe 
cutive for original permits to carry goods 
outside the 25-mile limit fixed by the 
Transport Act, 1947, and the latest 
figures show that 5,743 hauliers have made 


applications and that a further 7,000 
have obtained application forms which 
have not been returned. The number of 


applications received in each of the Road 


Haulage Executive divisions is as fol- 
lows:—Scottish 351, North Eastern 899, 
North Western 886, Midland 1,141, 
Eastern 357, Western 350. South Western 
571, South Eastern 1,188. 

B.S.I. Annual Meeting.-At the 48th 
annual general meeting of the British 
Standards Institution the President, Lord 
McGowan, referred to the greatly in 
creased interest, both by industry and 
Government, in the extension of volun- 
tary standardisation on a national basis 
He said that the investigations by the 
Committee for Standardisation of Engin 
eering Products. under the Chairmanship 
of Sir Ernest Lemon. set up by the 
Ministry of Supply. had substantiated the 
view, long held by British industry. that 
the principles under which the B.S.1. 
worked were effective and could be con- 


siderably extended The Anglo-American 
Productivity Council had recently stressed 
the importance of standardisation and 
simplified practice. The B.S.I. was the 
pioneer national standards organisation. 
and collaborated with 34 other standard 
bodies overseas; with the continued 
growth in the number of export and im 
port controls exercised by various coun- 
tries, national standards were becoming 
increasingly important. Mr. Roger Dun- 
calfe, the Chairman of the Institution. 
said that Government and industry had 
jointly agreed that industrial standard- 
isation should be effected through the 
B.S.I., as the national standards body. 
and that “industry ” included all the great 
Sir William J. 


new President of 


professional institutions, 
Larke was elected 
Institution. 
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were 3s. 44d., and the 5 per cent. deben- 43s. 6d., 
Traffic Table of Overseas and Foreign Ra 
Traffics for week 3 
5 3 
Miles Week “= 
Railways Inc. or dec. ° 
a — Total compared ° 
this year | with 1947/48 Z 
- : c | 29 
Antofagasta... gil 24.7.49 60,800 45 

“mn Rica ms 281 Apr., 1949 35,603 + 17,224 | 43 
Dorada ‘ 70 June, 1949 21,562 |—- 14,938 26 
G.W. of Brazil ..| 1,083 21.5.49 19,200 — 10,600 20 
Inter. Ctl. Amer. .. 794 May, 1949 $1,091,941 — $92,628 22 
La Guaira 222 June, 1949 $95,586 — $20,726 23 
Leopoldina... 1,902 28.5.49 43,288 + 3,864 21 
Nitrate 382 15.7.49 19,524 + 9,378 28 
Paraguay Cent. 274 22.7.49 4130,002 + $19,197 3 
Peru Corp. 1,059 June, 1949 222,231 + 38,847 49 
Salvador 100 Apr., 1949 c182,000 — c7,000 43 
Taltal ; 154 June, 1949 11,855 + 3,085 48 
Unite ed of Havana , 1,301 11.6.49 $231,311 + $14,746 49 
Canadian National... 23,473 June, 1949 10,147,250 220,250 26 
Canadian Pacific 17,037 June, 1949 7,267,250 + 380,750 | 26 
oa 10 

Barsi Light* 202 June, 1949 24,233 + 135 
Beira 204 Feb., 1949 104,917 — 6,180 a 
Egyptian Delta 607 31.5.49 19.952 + 791 +3 
} Gold Coast ; 536 June, 1949 250,878 + 43,158 a 
’) Mid. of W. Australia 277 May., 1949 31,123 |+ 2,035 ; 
Nigeria ie . 4,900 May., 1949 405,849 + 8,949 : 

South Africa 13,347 9.7.49 1,517,474 + 205,857 
Victoria 4,774 Apr., 1949 1,444,898 47,689 43 





* Receipts are calculated @ Is. 6d. to the rupee 
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rayton’s 


ilways 


Aggregate traffics to dace 


Total 


1948/49 


$5,448,628 


239,167 
%44!,236 
2,528,656 
c99,755 
111,610 
$13,733,928 


59,193,500 
43,809,000 


93,414 
589,461 
117,539 
705,477 
321,500 
845,438 

20,975,374 


Traction deferred stock rallied to 
speech also 


and Wagon Repairs 17s. 3d. 


Increase or 


b+t+l +) +++4+ 


+ 


+4- 


+ 


+ | +++++ 








1949 










decrease 


£ 
393,830 
46,562 
28,405 
1,200 
$548,624 
$11,222 
155,382 
81,996 
(h87,067 
437,948 
c10,735 
13,820 
$4,659,951 


2,077,500 
3,601,500 


12,504 
9,141 
7,306 

44,904 

53,067 

43,716 

2,248,169 








